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INTRODUCTORY NOTIE

This menusal contains material which is intended to interpret

and explain the airplene alrworthiness requirements specified

in Part 04 of the Civil Air Regulations, to suggest how the pre-
sentation of the required technical data may be simplified in
order to expedite the exemination thereof, and to presemt accept-
able methods for showing compliance with the requirements.

This menual contains all of the revisions which were issued for

the first edition, and, in addition, includes the manual revislouns
proposed in Aireraft Airworthiness Seetion Report No. 19, "Flutter
Provention Measures”™. A new section, CAM 04.43-13 (Power Boost
Controls) has been added in this edition, while Section E, Appendix I
of the previocus mamual (regerding the performence of large seaplanes)
has been deleted in view of recent revisions b the performsnce
requirements of CAR Q4.

It should be understood that any method which can be showm to

be equivalent of one set forth in this masnual will be equally
accoptable to the Administretion. Likewise, smy interpretation
herein shown to be inapplicable to a particular case mey be
suitably modifi ed for such case on request. In either event such
acceptance or modified interpretation will become effective as
of the date of spproval, rather than the date of its incorporation
in this mameal., This menual will be revised from time to time as
equally acceptable methods, new interpretetions, or the need for
additionel explanstions are brought to the attention of the
Administrator.

For reference purposes, this menmual will be abbreviated by "CAM 04".
The designation "CAR 04" will be used in referring to Part 04 of
the Civil Air Regulations. .

The material in this menual is so arrenged end the sections
nmumbered to corregpond with the pertinent sections of Civil Air
Regulations 04 that, for example, CAM 04,030 corresponds to

CAR 04.030, and CAM 04.129-A1 refers to a specific breskdown of
CAR 04,129, This edition of CAM 04 contains material pertaining
to CAR 04.0 through 04.4. The remeining sections of CAR 04 will
be covered by future additionse.

On the reverse side of this page will be found & form for ocon-
venience in meintaining & record of subsequent revisions.

(e)
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GENERAL
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DEVIATIONS

l. The requirements are based on the present development in the
seience of airplane design. Experience indicates that, when
applied to conventimal types of design, they will result in an
airworthy aircraft. New types of aircraft and new types of con~
struction may, however, incorporate features to which the require-
ment & cannot be logically applied. In such cases it is necessary
that the applicant show: :

a., that the requirement is not applicable because the air-
plane is shown to be unconventioml with respect thereto.

b. that the objective on which the requirement is based can
be shown to hawve been met,

2+ As used in CAR 04 muncorventicmal™ refers not only to devia-
tions from the conventional with respect to general design and
design details, tut also with respect to size. As the requirements
of CAR 04 lave been based largely on experience with airplanes
weighing less than 30,000 pounds, they cammot logically be ex-
tended to aircrafit of considerably greater size. Appendix 1,
containing suggestions on the trend of the requirements for large
airplanes, has therefare been included for the information of
designers, .

CLASSIFICATION CF AIRFLANES. (To be furmished later)
ATRNCRTHINESS CERTIFICATE

l. An Airworthiness Certificate is a document issued by the Admin-
istrator certifying that the aireraft is cansidered airworthy
when operated in accordance with the operation limitations
(including restrictions, if any) listed on the Aireraft Operation
Record attached thereto. An aircraft is assigned an identifica-
tion mark according to its degree of airworthiness. There are
tiree types of idemtification mark designations, the NC, NR, and
.

2. NC Desigmtion, This type of identification mark is assigned
to those airplanes which fully comply with the airworthiness re-
quirements of the Civil Air Regulations.

3+ NR Designation., This type of identification mark is assigned
to those ajrplanes which comply with the airworthiness require-

ments of the Civil Air Regulations except in some limited respect
but are in condition for safe operation for particuWlar activities,
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In such cases the lack of compliance with certain of the require-
ments will be compensated for by operation limitations and re—
strictions other than those normally employed under the NC desig-
nation. Where possible, use should be made of the NC designationg
ie.es, the NR should not be considered as a means of avoiding the
necessity for showing compliance with the usual girworthiness re-
quirements, Further, the NR designation should be applied only
to aircraft which are ineligible for the NC designation. In
general, NR aircraft will be those used in an industrial operation.
However, each case will be handled on its individual merits uoon
presentation of proper data to the Administrator.

4. NX Designation. This type of identification mark is assigned
1o those airplanes which have not demonstrated compliance with
the airworthiness requirements of the Civil Air Regulations, but
which in the opinicn of an authorized representative of the
Administrator exhibit no apparent unairworthy features and are in
condition for safe operation for experimental purposes.

TECHNICAL DATA REQUIRED

1. ¥hen technical data are submitted as a basis for an airworthi-
ness certificate they should include information which, in conjunc~
tion with suitable inspection and test procedurs, will enszble the
Administrator to determine whether the aireraft is eligible for such
certificate. 411 technical data submitted by the applicant for

the Administratorts file will be held confidential and will be used
only in connection with the airworthiness rating of the airplane

or a2irplanes to which such data apply; provided, however, that the
Administrator may at his discretion make such use of the confidential
data as is remuired in the interests of public safety. Access to
confidential data will be provided to accredited representatives

of the holder of, or applicant for, a pertinent type certificate.
Confidential data will not be used for reference purposes in con-
nection with the repair, alteration or remodeling of certificated
airplanes by persons other than the holder of the pertinent type
certificate without the written consent of such holder unless he

is out of business or has given the Administrator blanket pemission
for such use.

2. A technical data file for each model airplane for which a type
certificate is desired is necessary. This means that a complete
file for each model ig required to the extent that reference can

be made to previously submitted data for a similar model. When the
tpplication for Type Certificate and the Application feor Production
Certificate forms are submitted, they should refer to the particular
models involved. When more than one model is covered by the tech-
rical data submitted, separate applications for type certificate
should be executed and forwarded for each model.
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SUBMISSION TO BRANCH OFFICE.

1. When data are submitted to a branch office of the Administrator,
an extra copy of the three-view drawing, main assembly and in-
stallation drawings, drawing lists, applications, reports, all
glectrical system data, including & runnming load analysis, and

all powerplant reports and assembly drawings should be included

for the Washington office files, Failure to follow this procedure
may lead to serious and wndesirable delay for the manufacturer in
the examination of date requiring the attention of the Washington
office. :

DATA REQUIRED FOR AIRWORTHINESS CERITFICATE.

1. General. TWhen an sirworthiness certificate omnly is desired,
the data required is dependent on the particular prollems involved
in the design concerned. The minimum data needed as 2 basis for
the issuance of an airworthiness certificate for a single airplane
for which a type certificate is not sought or has not previously
been issued, are as follows for the N0 designation:

a. A three-view drawing of the airplane, to a designated
scale, specifying the external dimensions, manufacturer!s
designation, engine model designation, design weight,
empty weight, wing and control surface areas, seating
arrangement, fuel and oil capacity, baggage capacity
(in pounds} and equipment supplied.

b. A complete explanation of the curren'E status of the
model airplane involved. :

Ce Such additional technical date as are deemed necessary
by the idmInistrator. The applicant is free to develop
and present any means he can for showing compliance with
the specified requirements. Reports on satisfactory
strength tests may be substituted for strength anslyses.
In most cases it is desirable that a personal contact be
made to supplement the material presented for considera-
tion. .

The above may, and usually will, also apply to an ajrcraft for
which an NR idemtification mark is desired, tat will not in gereral,
apply to an aircraft for which an NX identification mark is desired,
since sirplames in this latter designation may be certificated by
a representative of the Administrator upon a satisfactory visual
inspeevion only.

o O3
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2e BService Types. In the case of service type airplanes, the
additional data deemed necessary by the Administrator under le above
will include at least the following:

ae A comparison with the service type, describing the
differences, if any.

be Such drawings and technical data as are necessary to

- substantiate all of the differences in the primry

structures described in accordance with a above,

ce A copy of the Army or Navy specification(s) pertinent
to the basic service type.

d., Summary data, certified to by the Air Corps or the Bureau
of Aeronautics, whichever agency is invelved, making
clear the exact status of its final approval and acceptance
of the service type, particularly with respect to gross
weight, design speeds, equipment, approved cemter of
gravity range, flutter and vibration, and flight character-
isties.

es One copy each of the complete drawing and equipment
lists.

«032  DATA REQUIRED FOR TYPE CERTIFICATE

1. As a basis for type certification the data listed in the
following paragraphs should be submitted.

+0320 DRAWINGS

1. A set of drawings should be submitted in blueprint form, or
equivalent., UDrawings should be folded to a size approximately
On x 124, and should contain a2t least the following information:

as The manufacturer's designation of the original model to
which each drawing applies,

be A1l dimensions essential to the reproduction of an
identical airplame in respect to structural strength
and dimensions, '

Ce All dimensions essential for checking the structural

: analysis, '

ds Specifications of all materials used in the primary

0=t
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structure, including the guaranteed physical properties
in the case of materials the strength properties of
which are developed through manufacturing processes,
and specifications of all bolts, nuts, rivets and
gimilar standard parts essential to the strength of
the structure. '

©. Details of the primary structure, seating arrangement,
exits, control systems, powerplant installations,
equipment installations, and other factors affecting the
airworthiness of the airplane, except tlat adequate photo-
graphs may be substituted for drawings of the powerplant
installation, including cooling and exhaust systems,.

Such photographs shall be made from marked negatives
indicating the dimensions and materials of the piping
and fittings, In any case diagrammatic layouts of the
fuel and oil systems should be submitted.

f. Revision blocks stating the nature of the revision and
the date it was made, The checking of revised drawings
of relatively large size will be expedited if the change
letters are printed in two perpendicular margins opposite
the revision on the drawing in addition to being included
on the revision block, - Each change must be adequately
described in the revision block of the drawing unless it
is so described in a copy of a shop change notice attached
to the changed drawing when submitting it to the Administra-
tor for approvals

g. A three-view drawing of the airplane, to a designated
scale, specifying only the external dimensions of the
airplane (including dimensions and areas of wing and
control surfaces) and the airplane and engine model
designations. Do not incdlude items of equipment on the
three-view drawing, as this serves no useful purpose,
the equipment being covered by a separate list. Like-
wise, all references to performance should be omiltted,

‘he An electrical wiring diagram and conduit installation
drawings containing information pertaining to the rating,
manufacturerts name and the model designation of items of
electrical equipment.

2, Attention to the following list of frequently omitted items
will be of assistance in expediting the work of the Administrator:

a, Complete dimensions, and references to all standard parts
such ag bolts, nuts and rivets used in assembling a

given part.
' oO=5
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b. Adequate material specifications and bend radii on all
shop drawings.

c. Location and details of control system pulleys and of
control surface stops,

d. Suitable assembly drawings showing the method of assem-
bly and calling out the detail parts required for all
major installations,

e, Adequate drawings and descriptions of the operation

- retractable landing gear control devices.

f. Drawings to show provision for expansion in oil tanks.

g. Details of measuring devices for fuel and oil tanks.

h. Complete structural drawings of all components.

5 Whenever a drawing previously submitted for one model is
also applicable without clenge to a new model, an additional
copy of the drawing is not reguired, However, as noted below,
the drawing list should ineclude a reference to the particular
model airplane for which the drawing was originally submitted.
Whenever the manufacturer's drawing mumber system permites, all
drawings received by the Administrator are filed in a single con-
secutive file, The drawings list for each model will in this
case be filed separately according to the pertinent model. In
this mammer duplication of files may be aveided.

DRAWING LIST

le A drawing list should be submitted in duplicate, listing in
numerical order or by suitable classification the number and
title of each drawing submitted under CAM 04.0320. The drawing

~ list should include references to all drawings originally sub-

mitted in connection with applications for airworthiness rating
of other models and which apply to the model in question without
change. The drawing list should also indicate, by letter, the
latest revision of each revised drawings In preparing the lists
it is desirable that the drawings be grouped according to the
airplane component concerned such as Wing Group, Fuselage Group,
ete. Within each group the dre:mngs should be 1isted in con-
secutive order.

2+ In the case of large airplanes the list of drawings becomes
very extensive, If tle manufacturer uses a straight mumerical
rmombering system it may bescome necessary to supplement the
official drawing list arranged according to consecutive numbers

by another list arranged according to components and sub-

assemblies. The latter list will be used only as a ready refer-
ence for locating information in the file and need not be kept
up to date according to the latest drawing changes, Such
supplementary lists need not be sublmitted in duplicate.

o 0ut
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3. When submitting data for approval of revisions to an approved
file, the pertinent pages of the drawing list should be attached
in duplicate. The data of the latest revision should be noted on
the pertinent pages.

4, The drawing lists which are required to be submitted in
duplicate for each approved file may take various forms dependent
upon whether the drawings submitted pertain to one or more models.
Sample lists to demonstrate am acceptable form for the usual cases
involved are shown in Fige, 1. :

«0322 EQUIPMENT LISTS.

l, Lists specifying the equipment supplied with each airplane
should be submitted. The location, weight and model designation
of each item of equipment, inecluding the additional weight neces-
sary for installation should be specified. A recommended form
for equipment lists is shown in Fig. 2. This list shows a method
of handling items in a simplified form which may include a number
of related models ard which makes it umnecessary to prepare
separate lists for each model.

2, In the checking of equipment 1ists by the Administrator, particular
attention is paid to ascertain:

a. The effects of the equipment installation on the aircraft
structure. The examiner ascertains that satisfactory
analyses and drawings are submitted for such items as
batteries, radios, extra fuel tanks, flares, etc;

be that items for which approval is required, such as wheels,
safety belts, etc., are of an approved type; and

ce the effects of the equipment instzllation weights on the
longitudinal balance of the airplane, (See also CaM
04,0531.).

3. The following information is aften incorrectly or incompletely
supplied in preparing the required equipment lists. Careful
attention to these details will preventdelays from this source.

2, The model designation of both propeller Imb and blades
should be specified together with the range in diameter
for which approval is desired., Information regarding
constant speed control units, etc,, should be included,

"be Optional fuel and oil tank installations should be speci-
fied with pertinent weights, capacities and locations
thereof, When the horizontal arm of the fuel or oil in
the tank is differemt from the arm of the tank installa-
tion the list should ineclude both arms.

™
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SAMPLE DRAWING LISTS
~ (Ref. CAM 04.0321)

1. I1ist when only one new model isrinvolvédf.

!

MODEL 10 DRAWING LIST

Drawing No.,| Change| Title Originally
_ Submitted
For Model |
WING GROUP
22001 B Frame Assembly, Ouber Wing 10
22002 K Spar Assembly, Outer Front 10

FUSELAGE GROUP _

POWERPLANT GROUP = Etc.

Latest Revision 7/21/37.

II. List when new model has only minor variations from previously

approved basic model (10).
MODEL 11 DRAWING LIST

With the exception of the drawings listed under A and B below the
drawing list of Model 10 spplies also to Model 11.

A. Model 10 Drawings not pertinent to Model 11, (See
arrangement under I above.)

B. Drawings pertinent to Model 11 which are in addition
to Model 10 list less group A above. (See arrangement
under I above. )

ITI. 1List when new model is 2 major revision of a previously
approved model or models,
o MODEL 15 DRAWING LIST

Drawing No.| Change Title Originally
Submitted
For Model
WING GROUF
25001 - |Frame Assembly, Outer Wing 15
25002 — | Spar Assembly, Outer Front 15
25003 A Fitting, Front Spar, Root :
Attachment 10
25004 B Fitting, Front Spar, Strut .11
Ete,
Latest Revision 3/27/3B
Fige 1

«0=8
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04,
‘
BECOMMENDED FORM FQR
FAUIFIENT LISTS
CL4SS I ITEMS
Them AN Horig. Arm Weights Used on Models
Hoa Ttemn Maks and Model Prom Datuos
A B c D B
1 NACA Cowl Drwg. No. 39700 =46 28,0 28,0 31,0 33.0 3340
20 Propeller =~ Wood Hartzell 669N 4 =BT 42,0 42,0
2b Propsller = Fixed Metal Curtiss 55501 =56 51.0 51.0 51l.0
3 Starter - Direet Blectric Eelipss E=B0 -3 20.0 20.0 20.0 20,0 20,0
4 Genarator - Engine Driven Belipse IV~180 =36 18.0 18,0 18.0
B Storage Batbtery Exide 6-T=-5~7T-1 =32 36.0 36,0 36.0
[ Battery Box — — — —-_— — -
7 Position Lights Grimes A . —- ——— — — - -—-
8 Lanting Lights Grimes Retraetable g 11.0 11.0 ile0
9 Instruméats
a, Compass
b. Altimeter
e Tachometer
10 Safety Belta (5) Rusco AE~200 ——— _— — - —— -——
11 Fusl Tanks - Two 35 gal. Drawing No. 359724 30 —— —— - —— m——
12 0il Tanks — {moa G gal. Drawing No. 39745 -32 — — ——— —-— ——
13 Bonding ——— — - — — - —
14 1 Coaler Drawing Ho. 17091 -48 —— — — — ———
15 Whoels Hayes 65) M i 76 75 ki T4 78
(1ist tires when & special
type or size is required)
16e Garburetor Air Hemter Drawing Ne. 32000 =40
16b Carburetor Air Beater Drawing Ne. 32002 ~40
-~
OPTIONAL BQUIPMENT
(Ineludes Class 712 and Class IIZ)
" Ttem Used on Tobtal Instln. Hor. Arm
Ho. Make and Modal Models Wt (*Net Fram Datim*
Increass over
Class I)
20 Plares~Parachute Internaticnal Mark I All 170 108
: 3-1 1/2 Minute Electric
21 Extra 20 gal. fuel tank _ ]
(Plus 6 gal. oll tank-No increase) Drawing No, 39670 CoDoB 12,0 79
22 Special Upholstering -
fis Leather Full Grain AIl 30.0 45
be Leather Seats only Full Grain All 11.0 41
23 Specinl Instrmuments
d. ILerge Compass Pioneer Straitflight All 6,40 »13
b+ Thermogouple Inatallation Weston 602 (Single Lead) All 1.6 =13
6. Eto.
Z24. Genarators
as Engine driven
1. Bosch IE 79/12 RS AsB 13 ~34
. 2. Bossh - 1E 70/12 R6 €,D,8 8,0 =32
25. +Radio Equimment
8s Recelvers
1. RCA-AVR=7 Soriea All 24 +9
(Chasals and Power
Supply) 18 =10
{Contrals and Wiring) 8,0
bes Compasges
1. RCA=AVR=8 ALl 84.0 20
{Chassie and Power
(Supply) 43.0 16
(Eoop Azsembly) 10.0 40
(Controls and Wiring) 11.0 16

* Distances messured aft of the datum are pesitive, those forward are negative.

{rer. cAm o4.0322)

FIG. 2 RECOMMENDED FORM FOR EQUIPMENT LISTS

«0=8
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c. Ttems which include a number of distributed parts, such
as a radio, should be listed with the installation
weight and its arm for balance purposes, but the loca-
tion of the majin units should also be given,.

d., Wheels, tires and such items should be specified by
model designation, name of manufacturer and size, and
the weights and horizontal arms should be given.

ee The weights of certain items such as position lights,
safety belts, and special throttle controls need not be
specified but the list should include the model designa-
tion and rame of manufacturer in order that it may be
determined whether or not they are of an approved type.

f. For special items such as carburetor heaters, oil
coolers, etc., which may not have a model designation,
the pertinent drawing mumber should be specified, )

ge The weight of items of equipment should be given to the
nearest pound.

PRELIMINARY WEIGHT AND BALANCE REPORT

1. A report should be sutmitted in which the range of center
of gravity locations for which rating is sought is determined
versus weight and with respect to suitable reference planes or
lines. This report determines the CG positions and the weights
to be used for design purposes. It should include the Balance
Diagram (CAM 04,0324) and the Weight Table (CAM 04.0325), If
the 1limits of the rinal range as determined during the Type In-
spection appreciably exceed the design limiis, use of the final
values should be substantiated insofar as they affect the design
computations.

BATANCE DIAGRAM

1. Ths report required in CAM 04.0323 should include a diagram
showing the location of the centers of gravity of the component
parts of the airplane and its contents, and the location of a
suitable reference chord for the wing system, and the location
of the assumed cemter of pressure of the horizontal taile The
locations of these items should be indicated by reference to
suitable horizontal and vertical planes.

2. The amount of detzil necessary in preparing an acceptable
balance diagram will vary consicderably deperding upon the size
of the project and the variations in possible loading conditions.
When large variations in the amount of equipment are expected,
it may be desirable to use a separate equipment balance diagram,
The balance diagram should include the following:

00‘10
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Outline of the airplane (side view).

Horizontal and vertical scales. For horizontal arms it
is preferable that the datum be chosen at some definite
and accessible point on the airplane, such as a point at
the leading edge of the wing. This facilitates checking
in the field. Distances aft of this point are generally
assumed as positive and those forward as negative, For
vertical amms the datum may be chosen a2t some arbitrary
location below the extended landing gear, so that all
distances are up and positive. '

ITtem designations. These desigpations (usually numbers)
should correspord with the designation used in the weight
table and, when possible, with the designations used in
the equipment list and weight and balance reports.

Item Locations, The various items should be shown in the
proper location on the outline noted in (a) above, Such
location may be indicated by a small circle together with
the item designmation noted in (¢} above,

Dimensions. The following should be given:

(1) Iength of MAC,

(R) Horizontal distance from datum to the leading edge
of the MAC.

(3) Vertical distance from the datum to a definite and
accessible point on the airplane such as the center-
line of the propeller.

3. A suggested form for the balance diagram for an airplane in the
one to five place size range is shown in Fige 3.

4. For large airplanes, and especially airline aircraft having
many possible loading conditions, a more detailed balance diagram
is pecessary in order to permit a ready check of many of the com-
ponent items, The following method is suggested as ome possible
means of solving the problem satisfactorily for practical use,

e

Prepare an outline drawing (side view), with established
vertical and horizontal reference planes located relative
to some fixed point on the airplane structure. Include
certain additional parallel auxiliary reference planes,
called stations, desigmated by their distance in inches
from the established reference planes. If possible,
such station designations should agree with designations
normally used in specifying stations of the structure
and in locating varicus equipment of structural items
shovm on major assembly drawings or equipment installa-
tions,
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VERTICAL ARMS
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REF. CAM 04.0324
FIG. 3 SAMPLE BALANCE DIAGRAM
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b. In cases where it is not practical to show each items as
an individual number on tle diagram, due to the large
mmber of items involved, the CG's of groups of related
items may be determined and each such CG shown as a
single item on the balance diagram.

»0325 WEIGHT TABLE

«0336

0387

l. The report specified in CAM 04.0323 . should include a table

or list of the weights of all component parts of the airplane

and its contents. The weights shown in the table should be broken
down and itemized so that they may readily be used in the strue-
tural analysis reports of the individual components such as Wing,
Fuselage, Engine Nacelles, etc.

STRUCTURAL REPORTS

1, A structural report should be submitted in which the strength
of the structure is determined with reference to the strength
requirements specified, The structural report should include the
computations of the required limit loads and should demonstrate
the ability of the structure to develop the required factors of
safety with resvect to these loads either by analytical methods
satisfactory to the Administrator or by reference to authenticated
test data, or by a combination of both. Note that CAM 04.0501
provides for discontinuance of the examination of reports in
event that they contain errors which renmder them unsatisfactory.
In order to aveid delays in the checking of data it 1s recommended
that all computations be given an independent check by the manu-
facturer and be signed by both the original computer and the
checker, A preferred form of title page, and of title block of
subsequent pages, of engineering reports is shown in Fig. 4.

STRUCTURAL ANALYSIS

1., Computations submitted as part of the structural report should
include a table, or tables, including the minimm margins of safety
computed for all structural members and should bear the signature
of. the respongible engineer or engineers.

2+ The history of past airplane model designs shows that in
practically all cases the original design weight is increased
sometime during the life of the project., In order that the
approval of such clanges may be handled without undue effort and
resultant delay it is essential that each structural analyses
report contain a table summarizing the minjmum margins of safety

sdetermined in the body of the report. Such report tables should

include the name of the element involved (such as spar), design
condition, mrgin of safety, and page mumber reference.

NI T
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(Sample title page for engineering reports)

NAME OF MANUFACTURER
ATRPLANE™ MODEL NO.
EEPORT NO.

TITLE OF REPORT

Date Prepared by

Revisions Checked by

Approved by

_ Withessed by

* or Engine, Propeller or Eovipment

Subject Page

Prepared By Model
MANUFACTURER

Date ’ Report No.

Checked By

(Sample title block Por report pages)
REF. CAM 04.0328

FIGe = SAMPLE TITLE PAGE AND TITLE BLOCK

«0-14
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TEST REPORTS

1. Test reporis submitted as a part of, or referred to in, the
structural report should bear the signature of the Administratorts
represembative who witnessed the tests, except in the case of
minor tests, in which case the applicant's certification that

the report accurately represents the complete resulis of the

tests will be accepted.

2e In the preparation of test reports sumitted to the Administrator
as partial proof of a given structure it is essential that they
cortain as a minimum the following information:

a. Determimation of tests loads (including references to
pertinent page and rumber of stress analysis report).
be Distribution of loads during test. _
Ce Descrip'bion and photographs of test set-up. (Detail
views are necessary in some cases,)
d. Description of method of testing.
e. Results of tests, :.nclud:.ng photographs of gtructures
‘ found to be critical.
f. Iog of deflection data, (Including sketches to show
location of points at which the deflections were measured.)
ge Curves of deflection vs. load for each such point to per-
mit determination of any evidence of permanent set.
he Signature of idministrator's representative(s) and manufactur-
ing engineer(s} who withessed the test.
i. Signature of company engineer(s) responsible for test
report.

SCHEDULE FOR SUBMITTING DATA

1, When submitting data for a type certificate for large projects
that may require the attention of the Administrator for an extended
period of time, it is desirable that information as to the schedule
of approximate dates when the data will be received by the Administra-
tor be forwarded at an early date., A sample of a preferred

schedule of this nature is shown in Fig. 5.

INSPECTION AND TESTS

1. For Type Certification., The procedure for inspection and
tests where type certification is involved is outlined in CAM
04,05 below,

Re For Airworthiness Certifications. The procedure for inspection
and tests where an airwortihiness certificate only is desired and
type certification is not imvolved will include such parts of

CAM 04,05 below as deemed necessary by the Administrator.

+0=l5
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SAWMPTE SCHEDULE OF SUBMTSSION OF MODEL 120 TECHNICAL DATA
TO THE CIVIL AERONAUTICS ADMINISTRATION

l, Initiate Correspondence Regarding Plans
for New Projeet July 1, 1937
2%+ Conferences and Correspondence re Special
or Unconventional Features Angust 1, 1937

3s Structural Research Data Jamary 1, 1938
4, Determination of Applied lLoads February 15, 1938
S. Preliminary Weight and Balance Report February 15, 1938
6s Drawing and Equipment Lists May 1, 1938
7. Wing Group May 1, 1938
8, Engine Mount ;L May 1, 1938
9e Landing Gear ¥ay 15, 1938
10, Tail Wheel Nay 15, 1938
11, Nacelle May 15, 1938
12, Tail Group : June 1, 1938
13, Conmtrol System June 1, 1938
14, Fuselage June 1, 1938
15. Miscellaneous Tests With Pertinent Group.

16. Control Surface and Jontrol System Proof
and Operating Tests; Dynamic Drop Tests October 1, 1938

The above dates represent the best present estimate of the dates
at which the reports with assemtly and detail drawings necessary
for check can be submitted to the Administrator.

Fige 5

+ 0l
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PROCEDURE FOR 1YPE CERTIFICATION
EXAMTNATION OF DATA
PARTIAL DATA

1. The Administrator will examine partial units of the required
technical data provided that each such unit is complete in it-

‘self with respect to both anzlyses and drawings.

DISCONTINUANCE OF EXAMINATTON

1. FExamination of any technical data, inecluding drawings,
submitted in connection with an application for airworthiness
rating, will be discontimued if errors, omissions, or lack of
references are found which, in the opinion of the Administrator,
render the data unsatisfactory as a basis for proving compliance
with the airworthiness reaqrirements. The examination will be
continued upon correction of the data to the Administratorts satis-
faction, Minor errors and omissions, the effects of which ean

be readily evaluated, will mot constitute cause of discontinuing
examination of techmical data.

STRUCTURAL INSPECTION

1. An official representative of the Administrator will conduct
such inspections of the structure and methods of fabrication as

are deemed necessary by the Administrator prieor te completion of the
airplane and will witness structural tests in compliance with

these regulations.

TYPE INSPECTION AUTHORIZATION.

1. A type inspection will be authorized upon fulfillment of
the followings

a, Completion of examination of the structural report and
drawings and correction by the applicant of all errors
and omissions which, in the opinion of the Administrator,
must be corrected before authorization of the type in-
spesetion.

b. Completion, and acceptance by the Administrator, of all
structural tests required as part of the structural report
or to prove compliance with the requirements herein
specified, '

c. Submission of the necessary test reports and their
acceptance by the Administrator. '

+0=17
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TYPE INSPECTION PROCEDURE

1. The type inspection should consist of a ground inspection
and a flight test of an aimplane built to conform with the
technical data previously submitted and approved and on which
the authorization of the type inspection was based. The follow
ing subparagraphs should be complied with in connection with
the type ilnspection.

STATEMENT OF CONFORMITY

1. The manufacturer should present to a designated inspector

of the administrator a certified statement of comformity, upon a
form to be supplied by the idministrator, in which his chief engi-
neer or cother responsible technical representetive should certify
that the airplane submitted for type inspection has been manu-
factured in accordance with the latest technical data submitted
to and approved by the isdministrator (including 211 revisions and
additions required by the Administrator in connection with author—
ization of the type inspection) except for any deviations
therefrom, which should be listed and described.

WEIGHT AND BALANCE REPCRT

1. The airplane should be weighed and its balance determined in the
presence of an anthorized representative of the Administrater, and
the mamufacturer should submit to such representative a complete
report covering the determination of the weights and center of
gravity locations for which certification is desired.

2. A recommended form for weight and balance reports is given
in Appendix II, This report is based upon the actual weight
of the airplane and the loadings as flown in the type tests.
CAR 04.7 should be noted in comnection with this section.

3. As the weight and balance report determines the equipment
vlassification used on the pertinent aircraft specification,
the following erplanation of such classification is given:

a. (Class I (Required equipment) includes all items which
mast be installed on the zirplane at 21l times in order
that the airplane may be deemed alrworthy from all
standpoints; i.z2., structural, operationszl, aserodynamiczl
and balance. For example, if an oil cooler is used to
comply with the engine cooling reguirements, the oil

if an airplane is equipped with electricelly operated
wing flaps or an engine with battery ignition, the

/////// cooler is classified as Class I eguipment. Similarly,

power gource 1s classified as Cless I squipment. Wheels,

=15
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propellers, safety belts, required fire extinguishers,
etc., are obviously Class I equipments In addition to
the above type of required equipment it is often neces-
sary to classify as Class I equipment, certain items
which ordinarily would be optional equipment, due solely
to the fact that the weight and balance report dees not
substantiate the removal therecf, For example, when an
item of equipment, which would ctherwise be optional, is
included in checks of both the most forward and most rear-
ward CG positions substantiated, it is classified as
required equipment for balance purposes only. (See
Sections 2(B) and 3(B) of the Sample We:_gh‘b and Balance
Report in Appendix IT.)

Class IT optional egquipment includes all items which have
been suvstantiated from structural, operational and aero-
dynamical standpoints, tut not from a balance standpoint.
211 airplanes eguipped with any Class I1 item must be
checked to ascertain that the approved GG limits are not
exceeded with the most adverse loadings possible, It
should be nobed that when any item of Class II squipment
is added, 2ll optional eguipment (including equipment
otherwise in Class IIT) becomes, in effect, Class IT
equipmente A recheck of balance is therefore required

if any subsequent change in equipment is made while any
(lass II item remains installed.

Class ITTI optional equipment includes all items which
have been substantiated from struetural, operational

and aerodynamical standpoints, and from a balance stand-
point assuming no Class II item is installed, In order
for an item of equipment to be eligible for such classi-
fication it must be shown that the CG of the airplane,
equipped with ail Class T and no Class T1 items,will not
exceed the approved limits under the following loading
corditions;

(1) If the item adversely affects the most forward CG
condition, when it and only that portion of the
useful load (persons, fuel, oil and ¢argo) plus
only those other items of Class ITI equipment
.which also adversely affect the most forward CG
condition, are present.

(2) If the item adversely affects the most rearward
CG conditionm, when it and only that portion of the
useful load plus only those other items of the
Class IIT equipment wnich also adversely affect the
most rearward CG condition, are present.

Note: The weight of the pilot will of course be
included in both conditions, Full oil is

used in both conditions except in the case
of air carrier aircraft,
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d. It should be noted that any item of optional equipment
having its CG located between the approved CG limite
automatically becomes a Class ITIJ item of egquipment.

0532 APPLICANT'S FLIGHT TEST REPORT

1. Prior to, or at the time of, presentation of the airplane for
flight tests, the applicant should submit to the Administrator's
representative a detailed report of flight tests of the airplane
involved. This report should be signed by the applicant's test
pilot who should certify that the sirplane has been flown by hinm
in all maneuvers necessary for proof of compliance with the
flight requirements and found to conform therewith, except that
for very large airplanes this procedure may be modified as deemed
necessary by the Administrator. In order to expedite checking of
this report it ig advisable that the results of the applicant's
flight tests be recorded on a form of the type used by the Admin-
istrator in comnection with the required flight tests. Copies

of this form may be obtained from the Administrator's engineering
inspector, :

.05833 GROUND INSPECTION

1. Before conducting any flight tests, the Administrator's represen-
tative will complete the ground inspection to determine that all
items affecting the safety in flight have been found satisfactory.

0534 FLIGHT TESTS

The airplane will be subjected to such flight tests as are neces-
sary to prove compliance with the f1ight and operation requirements
specified in CAR 04.7 and to supply the pertinent information re-
quired upon the form specified by CAM 04.0532,

.0535 DISCONTINUANCE OF TYPE INSPECTION

l. If during any part of the ground inspection or flight test
there is noted any unfavorasble characteristic or defect which

is considered sufficiently serious by the Administratorts rep-
resentative to warrant discontimming the type inspection until
corrective measures have been taken by the applicant:

a. the Administrator?s representative will note each
unsatisfactory item upon a form supplied for the
purpose, with sufficient detail so that it will be
clear to all concerned;

b. one copy of such form will be transmitted to the
manmufacturer;

¢. the manufecturer should advise the Administrator
when the aircraft incorporating the required changes
will be available for continuance of the type
inspection; and

«0-20
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d. the manufacturer should furnish the Administrator with
technical data descriptive of all structural changes,
except those of an obviously minor nature, such changes
to be substantiated by test, if necessary, and approved
prior to resuming the type inspection,

ISSUANCE OF ATRCRAFT SPECIFICATICN

1. Upon satisfactory completion of all reports, tests and in-
spections required to prove compliance with the airworthiness
requirements of the Administrator, an sireraft Specification will
be issued for the type and model of the airplane in question. The
Aireraft Specification will certify as to the airworthiness of
airplanes of the type in question when mamufactured and maintained
in accordance with the provisions noted thereon.

ISSUMNCE OF TYPE CERITIFICATES

1. A type certificate such as is described in CAR 02 will be
issued to the applicant upon compliance with the requirements
therein.

AUTHENTICATED DATA

1, As a part of the type certificate, the Administrator will furnish
the applicant, upon issuance of such certificate, one set of drawing
lists on which the seal of the Administrator is impressed. These
lists will show acceptance of the drawings as partial proof of

the airworthiness of the type of airplane to which they apply.

CHANGES

1. Change, Repair or Alteration of Individual Certificated Air-

. planes. Change, repalr or alteration cf a certificated airplane

renders such airplane subject to re-certification as to airworthiness
in accordance with CAR 18, but does not affect the type certificate
on which the airworthiness certificastion may have been based. As a
general rule extensive revisions of the primary structure should

not be undertaken without the cooperation of the airplane manufacturer.
Changes which appear tc be unimportant might seriously affect the
structural safety or flying qualities, making the airplane unsafe.
The mamifacturer is supplied with complete strength calculations from
which infomation regarding the spproved member sizes and material
specifications can be obtained. Also, the manufacturer may have
already obtained the Administrator's approval of the proposed change.

.0-21
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2. Changes by Holder of Type Certificate. The holder of a type
certificate should apply for approval of any specific change
or revision of the approved drawings or specifications which
affect the airworthiness of the airplane and should submit
sufficiernt technical data in the form of strength calculations
and strength tests, or both, to demonstrate contimued compliance
with the airworthiness requirements hereimafter specified., Cor-
rected pages of the drawing lists, in duplicate, should also be

submitted, Alternate installations should be so designated and

properly indicated on the drawing lists, If, in the opinion of

the Administrator, the changes are such as to affect the performance
or operating characteristics, appropriate tests may be reguired.
Upon satisfactory proof that tie revisions do not render the
airplane type unairworthy the Aircraft Specification may be modi-
fied to include airplanes embodying the approved changes and

sezled copies of the revised drawing list pages will be returned

to the applicant. The manufacturer should maintain a record of

the airplane serial numbers to which the changes apply.

3., Changes by Persons Other Than Holder of Type Certificate.
Changes such as described above, when made by persons other than
the holder of the type certificate, are also subject vo the pro-
cedure outlined above, exvept that the written consent of tlhe
holder of the type certificate should be obtained if it is dew
sired to refer to technical data originally sultmitied to the
Administrator in commection with type certification. With the con-
sent of both the person making the change and the holder of the
type certificate; all airplanes manufactured urnder the type cer-
tificate may be made eligible for such change by an appropriate
revision of the pertinent Aircraft Specification.

MINOR 'GHANGES

1. The procedure to be followed in obtaining approval of minor
changes to airplanes manufactured under the tems of a type
certificate will largely depend on the mature of the change in-
volved. AS soon &s time will permit additions will be made to
this mamal covering certain specific changes in addition to that
covered in 2 below,

2. When a tail wheel and tire are appended to a previously
approved tail skid installation and the original provisions for
shock absorption are left intact, the following procedure should
be followed in obtaining approval of the change:

aes Submit the usual file drawings.
o O=l2
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be Substamtizte the sirength of skid structure and attach-
ment to the fuselage if the point of contact with the
ground of the proposed wheel installation is forward of
the tall skid shoe contact point, For installations
where the contact points coincide or the wheel is to the
rear of the skid conmtact point, no structural investiga-
tion is required uiless suich procedure appears necessary.

- ¢e Obtain inspection of installation and weight chéck by a
. representative of the Administrator.

d. Obtain recheck of landing and taxiing characteristics by a
representative of the Administrator. No investigation of
the status of the tire, strength of the wheel attachment to
the skid, or the energy sbsorption capacity need be made.

(061  MAJOR CHANGES

A GENERAL

le Major changes in existing designs will usually entail an
appreciable expenditure of time and money on the part of the appli-~
cant for approval. Care should therefore be taken to determine

the status of such changes with respect to the pertinent regula-
tions, prior to any extensive rebuilding or conversion.

B INSTALLATION OF AN ENGINE OF A TYPE OTHER THAN THAT COVERED BY
THE ORIGINAL TYPE (OR APPROVED TYPE) CERTIFICATE

1, Tt is generally understood that the purpose of most changes
involving the installation of an engine of a type other than that
covered by the original approval is to permit full advamtage to be
taken of improvements in engine performance which do not involve
a mterial increase in engine weight, This is of direct benefit
to the operator of the airplane, as it increases safety of opera-
tion and/or performance by iwproving take-off, climb, single-
engine performance, true cruising speeds et altitude, engine
reliability, and engine life between overhsuls, with few (if any)
changes in the aircraft structure. It should be carefully noted
that these benefits will be difficult to obtain if the changes
made require or involve an increase in the originally approved
airplane gross weight or placard speeds, If the changes result
in an increase in placard speeds, it will be necessary in any
event +o reinvestigate the structure for campliance with the flutter
prevention measures referred to in CAR 04.404. Before msking a
change in engine it is always advisable for an owmer to contact
the manufacturer of the make of airplane involved to learn if the
proposed change has ever been approved by the Administrator. If
there is a record of approval, it is often a relatively simple
matter to revise the airplane to conform with the manufacturer's
approved data,

3
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2+ The general procedure to be followed, when the rated power
of the engine to be installed exceeds tlmt originally used for
design purposes or exceeds the rated power of the engine being
replaced, is described in the following paragraphs., It consisis,
briefly, in substantiating the strength of the engine mount and
adjacent structure for the take-off (one minute) power and faor
the local increase in weight, if any, and in limiting the engine
output and indicated speeds for subsequent posting in the air.
craft, The ergine placard limits differentiate between the
power permitted for continuous operation (maximum, except take-
off), and that which has been approved for take-off only (take-
off, one minute}. The following procedure applies to modifica-
tions of existing designs tut the principles will also apply to
new designs under consideration.

3« To expedite handling and to reduce the usual exchange of
correspondence to a minimum, the applicant for approval of the
change should alvays supply a complete description of the pro-
posed engine replacement, When an individual airplane is being
modified it should be identified in the correspondence as to
name of manufacturer, model designation, manufacturer's serial
muber and identification mark, 1In acdition, a new or revised
airplane model designation should be selected to distinguish it
from the original model. The current status of tle engine to be
used, with respect to CAR 13, should be determined prior to the
completion of any extensive clanges. Field inspection personnel
of the Administrator are supplied with this information and they
will asgist in the determination of the status of the engine in
question, Copies of the approved engine specification can be
obtained from the Administraticnts Publications and Statistics
Division in Washington. 1f the details of the powerplant in-
.stallation are affected. note that the pertinemt requirements
specified in CAM 04.0320-1(e) and CAR 0O4.6 call for certain
approved file data.

4, The data submitted shauld include a comparison of the weights
of the original and proposed engine installations, Appendix 1
of the Repeir and Alteration Manual will be found useful in re-
checking the balance, The aircraft specification, copies of
which can be obtained from the Administrationt's Publications and
Stetistics Division, includes the approved center of gravity

range,

5. Changes in engine mount structure and the local effects
of an increase in engine weight must, of course, be
investigateds The extent of such investigation will depend
largely upon the amount of inereased power _

D=4
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the applicant desires to use in take-off (one minute) and the re-
maining operations, See 7 below for references to operation
limitations. 8ee CAM 04.0320 for references to the information
required on drawings submitted covering the changes made.

6. Airspeed Placard Limits. There are a large number of certifi-
cated airplanes in service which do not display the placard speeds
specified in the current requirements. These airplane models were
approved prior to the application of the 1934 edition of Aeromautics
Bulletin No, 7-A in which the requirements for airspeed placards
first appeared in the airplane regulations, In these cases

when the rated power of the engine being installed exceeds

that of the engine installation originally approved, the follow- ;
ing airspeed limits should be displayed:

a. Level Flight or Climb: Vy.

be Glide or Dive: 1.2Vy. Vi is the actual indicated high
speed in level flight obtainable with the power of the
engine originally used.,

If the applicant for approval wishes to raise these placard limits,
there are no objections to his investigation of the case. The
carrent requirements will serve as a guide for determining which
components of the airplane and pertinent loading conditions or
design criteria involve a consideration of design airspeeds. For
cases in which airspeed placard limits were determined
as part of the original approval, the use of an engine

with rated power in excess of that originally used for design

es will not require changes of the original airspeed placard
limits. However, as previously mentioned, an attempt to increase
these placard speeds will represent a revision of the basic struc-—
tural design data and as such will usually require an appreciable
amount of reinvestigation for purposes of determining whether the
airplane structure can withstand the air loads incident to the
increased performance., As a rule only the airplane manufacturer
or an experienced engineer can efficiently make the necessary
investigations, The Administrator does not initiate such studies.

7. Engine Placard Limits, The airplanesdiscussed in the first
part of 6 above in most instances do not display the engine placard
limits specified in the current requirements, In these cases

when the rated power of the engine being installed exceeds that

of the engine installation being replaced the following engine
operation limits should be displayed:

a. Maximum, except take-off horsepower, not to exceed the
ouatput of the originally approved engime installation
which is being replaced.

be Take-off (one minute) horsepower, limited by:

Y I ¥
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(1) Approved take-off rating of engine. See CAR 04,60,
CAR 13 and approved engine specification.

(R) Sstatus of propeller used. See CAR 04.61, CAR 14
ard approved propeller specification.

(3) Strength of engine mount structure. See CAR 04,.26.

(4) Fuel flow capacity. See CAR 04,625,

{5) Engine cooling regquirements. See CAR 04.640.

Yor cases in which engine placard limits were determined

as part of the original approval of the airplane, the
use of an ergine with rated power different from that of the
engine being replaced will require the display of new placard
limits carresponding with the maximum permissible output deter-
mined by the following:

at, Maximum, except take-off horsepower, limited by:

(1) Approved rating of engine., See CAR 04.80, CAR 13
and approved engine specification.

(R) Status of propeller used. See CAR 04,61, CAR 14
and approved propeller specification. ‘

(3) Strength of engine mourt structure. See CAR 04,.26.

(4) Fuel flow capacity tests. See CAR 04.825. (There
are a few supercharged installations for which
the maximum, except take-off, rating is greater
than the take~off rating. Therefore, the maximum,
‘except take~off power, is used in determining the
fuel flow required,)

{(5) Tull power longitudinel stabila:by characteristics
with rearmost center of gravity.

(6} Engine cooling tests. See (AR 04.640.

(7) Design power used in original amalysis.

bt. Take-off (one mimute} horsepower, limited by items
listed in b{1l) to b(5)} above.

8. Inspection and Flight Tests. TFollowing receipt and approval
by the Administrator of file data satisfactorily accounting for tne
ehange in engine as discussed in the foregoing paragraphs, the
usual inspection and & recheck of certain flight tests will be
authorized., The extent of the flight tests will depend upon the
nature of the replacement with respect to the original approval,

9, It will be of interest to designers to note that provision
for future increases in engine power and airplane performance
can easily be made in the original design by the following
methods:
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a., Assume a power loading of 12 pounds per HP in determin-
ing the maneuvering loa.d factors. (See Fig. 04-3 of
CAR 04.)

be Design the engine mount, adjacemt structure, and power-
plant installation for the maximm power which might
possibly be used in the future.

c. Assume a design lsvel speed (Vy) considered high enough
for all future operations. In this connection it should
be noted that speed placards refer to nindicated" air-
speeds and that the corresponding actual airspeed may
therefore exceed the placard speed at altitudes above
sea level,

C CONVERSION OF APPROVED TYPE TANDPLANE CR SEAPLANE TGO  APPROVED
SKIPL.ANE STATUS

i. There are two distinct steps involved in obtaining +the Administrator's
approval of an airplane equipped with skis. These are as follows:

a, Approval of the ski model.
be Approval of tle airplane equipped with approved skis,

It should be moted that the approval of a ski and the approval

of a ski installation are two separate cases. The Administrator's
approval of a ski for a specified static load for quantity pro-
duction under a type certificate does mot imply approval of the
ski installed on any certificated airplane. It means only that
the ski itself is satisfactory. This is true also in the case of
a single set of skis where no itype certificate is involved,

2+ Approval of the Ski Model. The strength of all skis must be
substantiated in accordance with the requirements comtained in

CAR 15 (see also CaM 15) before they may be used on certificated
aireraft, whether or not the designer or manufacturer desires to
obtain a type certificate for the skis. The procedure for obtain-
ing an approval for skis is explained in CAR 15.

3« Approval of an Airplane Eguipped with Approved Skis, Certain
airplane models are already approved with certain specific approved
skis instelled. The owner of a certificated airplane of some such
model wishing to install skis, need only install skis of the model
with which airplanes of his model are approved and his airplane

will be approved with the skis installed, upon the satisfactory com-
pletion of an inspection of the installation by a represemtative of
the Administrator. ©Should changes in the landing gear be necessary to
accommodate the skis, the owner, of course, must make the changes

in accordance with the change data approved by the Administrator, If

o027
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the airplane is of a model which has not been approved with the
installation of skis of the particular approved model it is de-
sired to install, the procedure hereinafter outlined should be

followed:

a., Technical data showing any changes in the landing gear
should be subtmitted to the Administrator for approval.
This is not often necessary, as skis are usually de-
signed to attach to the axles in place of the wheels,

be Upon approval of the change data, if any, the installa-
tion must pass a satisfactory inspection by a
represemtative of the Administrator.

¢e During this inspection, the represemtative will obtain
the weight of the ski installation and the weight of the
wheel installation which has been replaced.

d. Uoon completion of a satisfactory inspection, the repre-
sentative will witness take-offs and landings, and other
demonstrations if deemed necessary, of the airplane
equipped with skis. The characteristics of the airplane
equipped with skis must be acceptable to the Administrator's
representative.

4, If the airplane inspected and tested is a standard airplane

of a certain model and the skis installed are approved under a
type certificate and manufactured under a production certificate
or if the skis are mamfactured unnder an approved type certificate,
all airplanes of this model will be considered eligible for
approval when equipped with skis of the model installed on the .
airplane inspected. The aircraft specification will identify

the approval accordingly.

5. If the skis installed are not approved under an approved
type certificate or were not mamfactured under a production
certificate, each alrplane so equipped mst undergo the tests
of 3d above in order to be eligivle for approval. The noles
on the pertinent aircraft specificabtion will list this distine-
tion. l

.062  CHANGES REQUIRED BY THE ADMINISTRATOR

1, Due to Revised Regulations, The type certificate permits
production of aircraft under the terms of the airworthiness re-
quirenents in effect at the time of the type approval. Due to
progress in the art, however, it may be advisable in rare cases,
to require that airplanes being built under a type certificate
be mde to conform with a requirement made effective subsequent
to the issuance of the type certificate.

+0=R8



04,062

CIVIL ABRONAUTICS MANUAL

2. Due to Unsatisfactory Service Experience, When unsatis-

factory experiences are encountered in service it is the normal
procedure for the mamifacturer to prepare 2 service ulletin and
forward it direct to the aircraft owmers. Such service bulletins

are usually prepared in cooperation with the Admihistrator. When the
difficulty encountered is of sufficient importance to require
immediate action an Airworthiness Maintenance Bulletin is prepared by
the Administratorand is sent by registered mail to all owners to
advise them of the nmature of the difficulty, the corrective steps

to be taken, amd reguesting them to contact an authorized repre-
sentative of the Administrator regarding approval of the changes made.
In addition a special note is generally issued as a supplement

to the Aireraft Specification as a final check to insure that the
particular item has been corrected by the time of the annual
inspection,
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DEFINITIONS (INCLUDING STANDARD SYMBOLS, VALUES, AND FORMULAS)

DEFINITIONS ADDITIONAL TO THOSE GIVEN IN CAR 04,1,

1. Aerodynamic Ceanter, a.c. The point on the wing chord, expressed as &a
fraction of the chord, about which the moment coefficient is substantially
constant for all angles of attack, The theoretical loecation is at 25 per
cont of the chord. The actual location may differ from the theoretical
location and may be determined from ‘the slope of the moment coefficient
curve -as outlined in CAM 04.125C.

2o Drég Area. The area of a hypothetical surface having an absolute drag
coafficient of 1.0

3, Equivalent Drag Area; Sp. The drag area which, at a given value of

" dynamic pressare, will produce the same aerodynamic drag as the bedy or

combination of bodies under ceonsideration. (MNote: Sy = 1.28 SE,uhere SE
is ‘the.equivalent flat plate area). |

8. Sp, = estimated total drag area at high speed, in square feet,
When the value of Vi, is known or has been estimated, SDt can be
determined by solving Bq. 16 in AV 04, 1-C for d. When it is
desired to estimate Spy first in order to compute the value of Vq,
t?e equation SDt_z SD§ + Cp8, can be used. 8, refers to the total
wing ares exclusive of the area replaced by the fuselage and Cp
can usually be assumed to be the minimum wing drag coefficient.

Typical values of Spe (Drag area of airplane less w1ng) are given
in Pige 6.

4, Margin of Safety, MsS. The margin of safety 1s the percentage or
fraction by which ultimate strength of a member exceeds its ultimate load.

- 8¢ A linear margin of safety is one which varies linearly with the
ultimate load.
bs A nonlinear margin of safety is one which is based on stresses
which are not proportionsl to the ultimate load. A nonlinear
margin of safety is not & true measure of the excess sitrength of
& member.

STANDARD SYMBOLS
A~ ‘ : a = positidn of aerodynamic center,
. ) fraction of chord; subseript

Tactuall,

8.Ce = sorodynamic center.

ol=1
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-

B - 7 b ~ distance between spars, fraction
of chord; span of wing.

¢ - chord, feet; ococefficient;
constant; subseript, Ychord®.

CP = center of pressure,
fraetion of chord.

¢ = conter of gravity. _
D - subscript “drag". d - drag loading, lbs/sq ft.
e - unit wing weight, Ibs/sq ft.
F - force, lbs. f - unit stress, l'bs/sq in;
front spar loeation, fraetion

of chord; subscript, “fuselage®.

g - acceleration of gravity (= 32.2
£t/sec?); subseript eliding®.

HP -~ horsepower. ' h - dis'ba.nc? measured verpendicular
to MAC, in terms of MAC.

i -~ subseript "induced”.

j = position of wing CG, fraction of
chord; factor of safety.

X - 8 goneral factor.
1, - subseript "1ift" or Mlevel".

M =~ moment, £t Ibss subseript m - slope of lift curve, A CL/ radiang
"mament®. , moment divided by W; subscript
"meximum vertical®.

MAC ~ mean serodynamic chord.
¥ -~ margin of safety.

N - subsoript, "normal force™. n - load in terms of W (net value
: ' equals soceleration factor)*.

o - subsoript, zero lift™, ®™initial®,
fztandard sea level™.

P - design power (See CAR p - power loading, lbs/HP.

04,105); load, 1bs.
‘ ' o q - dynamic pressure, Ibs/sq ft.
* Without subseript, n refers to an applied load normal %o the basic

wing reference chord.
01=3
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L

R = resultant forece or feaction,
* 1bs; aspect ratio; subseript
"resultant®,

8 - design wing area, sq ft.
(See CAR 04.104)

Sp = equivalent drag area, sq ft.
(See caM 04.1 -A3}.

Sp = equivalent flat plate area,
89 £t.

-~ tail load, Ibs.
- gust veiocity, £t/sec.

airplane speed, mi/hr.

2 4 o w
1

- total weight of airplang
and contents., Ibs.

r - rear spar location, fraction of
chord.

s - wing loading, Ibs/sq £t;
subseript, Mstall®™.

t « subseript "tail®.
u = subgeript "ultimate™.
v ~ airplane speed, rt/sec.

w - unit pressure, lbs/sq ft;
subseript “wing".

41
[

sverage unit pressﬁre,
lbs/éq big

x - distance measured parallel to
MAC in terms of MAC; subsoript+.

¥ - subscript, Myleld™.

(alpha) - angle of attack,
radiens or degrees.

a
I

B~ (beta) - £light path angle,
degrees.

A - {delta) =~ increment.
7 - (ota) - propeller efficiency.

p - {rho) - mass density of air.

*‘.With subseript "x", n refers to an applied 16&6 parallel %o the basic
wing reference chord. (See Fig.,22).

C STANDARD VALUES AND FORMULAS

Afr Density:

1. py = .002378 slugs (Ibs/%2.2)/6u £t (standard sea level value).

o1t
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Dynamic Pressures: )

2
2. q=1/2 poTs

it

«00119 v; (where vy is "indicated" speed, fps.)

00256 ?i (where Vy is ®indicated" speed, mph.)

il

Basio Alrplene Parameters:
3, s =¥/8
4. p=TW/EP
5. 4 =W/8)
Aerodynamic Coefficients:
6. Cp=(cf+ cﬁ)l/z
Te Cyx= Cp cos ot Gy sin a
8 Cg == 0y sina+ Cpocos a (positive rearward)
9 Oy =Cy (x = CP) (Where x is the distance, from the leading edge,
* of the point on the chord about which the
moment is compubed, expressed as a fraction of
the chord).
Forces, Unit Loadings, and Couples:
10, Fy = C,8 q (Where x mey be Re L, D, N, C, or M)
1l. Fp = SD q
12, M = Fyf (torque or gouplse}
= GMS g C
18, w=0Cq
14. n=F/M
154 Fpp = 375'LHPa/va (propeller thrust, pounds)
Speeds: |

1/3 1/3
16, Vih = B247 (q'd/Pa) / (Po/bh) / (mph) = actual air speed at
air density pg.

. 1/2
17, V, = 19.76 (s/cy, max) (mph) = indicated stalling speed.
18. Ty = 19,76 (d)l/é (mph) = indicated theoretical maximum vertical

speeda

(Note: The value of ™A™ should be the same as that used in, or
determined from, Bq. 16.)
el=b
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04,104
04.112 1/2
19, 7y = Va(pa/po) whers Vi = indicated air speed.
Vg = actual air speed.
Po = standard density of air at sea level.
pa = density of air in which Vy is attained,
20, ACp =m (/%) = change 1n Cp due to gust.
2le An=ACy (3/5) = change in load factor due to gust.
«104 DESIGN WING AREA
l. 1In computing the design wing area the plan form of tapered or ellipti-
cal wings may be represented by a number of trapezoids closely approximat~
ing the actual plan form and having an equivalent ares.
2. Trailing edge cut-oubts may in general be neglected if they do not remove
more than one-half the chord.
3. The mpplication of CAR 04,104 to several typical cases is illustrated
in Pig. 7.
«105 DESIGN POWER, P.

«110

. 111

112

1. For sirplanes of less than 2000 pounds standard weight the design
power should not be less than the maximum except teke-off rating of the
engine installed.

2. In the case of airplanes having stendard weights of 2000 pounds or
more, there are no specific restrictions in regard to the choice of
design power.

INDICATED ATRSPEED, V.

l. For stress analysis purposes all airspeeds are expressed as "indicated"
airspeeds. The "indicated” airspeed is defined as the speed which would
be indieated by a perfect airspeed indicator, namely; one which would
indicate true airspsed at ses level under standard atmosphere conditions.

DESIGN LEVEL SPEED, V.

1. In the case of asirplanes of less then 2000 pounds standard weight
the high speed in level flight at design power should not exceed the
value chosen for Vj. Performance calculations based on actual flight
test datm will be accepteble to substantiate the value of ¥y, selected
if it is found to be impractical to conduct tests st design power.

2. For sairplanes having standard welghts of 2000 pounds or more, there
are no specific restrictions in regard to the cholce of design level
speed.

DESIGN GLIDING SFEED, Vg

1. The equation given in CAR 04.211 for the minimum value of 7V

e provides
for the following factors:

8, Probability of exceeding the high speed in level flight.
(Vg can never be less than V).

+1=6
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Effect of cleanness and welght on the gliding speed which
can be attained at a given gliding angle. Both these
gquantities are included in the term V. Propeller drag
at terminal speed is not allowed for as the formula wiil
not give values of Vg high enough to cause the propeller
thrust to reverse in direction.

Influence of airplane size on the maximum speed likely

to be used. The factor K, is an empiriecal factor based

on the weight of the airp%ane. I%s purpose 1s to provide
higher design gliding speeds for small, highly-maneuverable
ailrplanes.

LESS THAN SCHORD

v

-

Nif

DESIGN WING AREA IS
OUTLINED BY SHADED LINE

FIG. 7 TYPICAL DESIGN WING AREAS

«1=7
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<118 DESTGN MANEUVERING SPEED. VP.
l. The egquation given in CAR 04.211 for VP is inbtended %o provide for
the following factors:

8. V., cammot be less than the minimum speed of level flight.

bo ASsuming that the size of the conirol surfaces is governed largely
by the necessity for adequate control at the minimum speed, the
formula btends to reduse the unit loading for the larger control
surface areas required when ‘the stalling speed is low.

¢, The high speed of the airplane is included in the formula as =
general measure of the megnitude of the maneuvering spesd, so thatb
the unit loading will be increased with an increase in high speed.

de The factor is an empirical factor to provide for the more severe
maneuvers likely to be experienced by small airplanes. This factor
is adjusted so as to make the control surface loadings for average
ajrplanes agree approximately with those known to be satisfactory
from pest experience.

2129 AERODYNANMIC COEFFICIENTS.
A GENERAL.

1. The coefficients are absolute (non-dimensional) coefficients, When
applied to an airfoil surface of given area they represent the ratio between
an actusl average unit pressure referred to the projected areaz of the airfoil
and the dynemic pressure corresponding to the flight condition being consid-
ered. The subsceripbs denote the direction along which the force is measured,
but do not change the basic reference ares.

2, The subscripts "L" and "D" refer to directions normal to and parallel to
the relative wind, while the subscripts "H" and "C" refer to directions
respectively normal toandparallel to the basic wing chord. Subscript "R"
refers to the direction of the resultant forece. These factors are illustrat-
ed in Fips. 8 and 9, When the planes of the drag truss and 1ift trusses do
not coincide respectively with the planes of the basic chord and the plane

of the normal forces, a correction is necessary before the coefficients can
be used directly in the wing analysis method outlined in CAM 04,31, The
corrected coefficients are obtained by resolving the resultant forece coeffici-
ents into components in the plane of the 1ift truss and drag truss, as shown
in Fig. 10. The effect on the chord coefficlent may be considerabls, but

the ecorrection for Cy will usually be negligible.

3. The momeni coefficlent may be considered to be of the same nature as the
force coefficients 1f the force to which it corresponds is applied as &

couple at the leading and trailing edges of the wing chord, as shown in

Figse. 8, 9 and 10, A positive moment coefficient requires an upward foree

at the leading edge, &s shown. The conversion of center of pressure position
into a moment coefficient about any given point can be eassily accomplished by
means of Eq. 9 in CAM O04. 1-C. It should be noted that the center of pressure
and the moment coefficlent are alternative in nature and can not both be used
et the ssme time,

«1-8
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FIG. 1O

REF CAM O4.120-AZ
FIGS. &,Q,Clnd 10~ ILLUSTRATION OF AIRFOIL FORCE COEFFICIENTS
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REF CAM O4.129-B1
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04.2-
_DETERMIFATION OF CORRECTED AIRFOIL, CHARACTERISTICS. 129-C

1. The standard airfoil characteristics for conventioral airfoils are
obtainable from NACA Reports and Technical Notes. The standard coefficients
must usually be corrected and several additioral coefficients should be
plotted for use in the stress analysis. Simplified equations are outlined
below for this purpose and Table I has beon compiled to facilitate the
numerical work. The results should be replotted in & convenient form such
as that shown in Fig. 11, where C1, is used as the DBasic coefficient, instead
of angle of atback,

2. Aspect Ratio Corrections., The methods of correcting for aspect ratio are
well defined and are outlined in various text books and reports. The follow-
ing equations may be used in ‘this connection:

R = (k)2 /s
TWhere R = aspect ratio,
kX = Munk's span factor for biplanes
(for monoplanes k = 1.0),
b = span of longest wing, and
8 = design wing area {See 6 CAR 04,104),
1 1 1
E=%- R~ R 0.1667

Where K = correction factor.
a = ag + 18.24 KC;  (Items 2 to 4, Teble I),

Where ag = angle of atback (degrees) for a given C

when aspect ratio is 6, L

a = angle of attack (degrees) for same ¢
when aspect ratio is Ra
2
Cp = Cp, + 0318 K Cy (Ttems 5 to 7, Table X).

Whera CD6 = CD for given C; when aspect ratio is 6.

Cp= " " n n ” n " n p

=% [t

There me = slope of 1lift curve when aspect ratio is 6.
no= " ] n n " n " "R,

COMPUTATION OF ADDITIONAL CHARACTERISTICS.

l. As indicated in Table I, certain additional charscteristics are desir-
able and they may be determined as follows:

a. The normal force coefficient, Cy, can be determined from Bg. 7,
CAM 04,1-C. The steps involved are shown as items 8 to 12 of
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Table I. It will be found that Oy is almost identically egual %o
Cy, for small values of the latter. This may not be ftrue, however,
for unconventional or modified airfoils, such as those equipped with
fleps.

bo The chord coefficient, Cn, is determined from Eq. 8, CAM 04.1-C. The
steps are outlined as items 13 to 15 of Table I,

¢. The moment coefficient about the serodynamic center, Cy 4is not given
in some airfoil reports. In some cases the moment coe??icient about
the quarter chord point GMC 4 is plotted against C;. In such cases a
straight line can be drawn to fit the C curve &5 closely as possible
(See Fig. 11). The average value of Cy 1isthen obtained from the
straight line where C; = O. The position of the aerodynamic center
can then be obtained by the following equation:

& = .25 - (G - G.Ma)'

Where CMi is the wvalue given by the straight
line for C where Cy = 1.0a
de The values of a and cmg can also be cbtained directly from CP curves
as oublined in steps 16 and 17 of Table I, in which the values of
GMC/4 are determined., These values can be plotted against CL and

the process for determining a and Cy ean then be carried out as out-
lined sbove., In any case, the opermélons should be confined to the
values of Op which lie on the substantlally straight portion of the
lift coefficient curve.

e« The value of Oy can be separately determined for any given value of
€y, by means ofM%he equation:

Oy, = Cia/y *+ (a - 425) Cy,
It may be edvisable to plot these values for unconventional airfoils
which do not have a well-defined aerodynamie center, Provision is
made under ITtem 18 of Table I for determining local values of Cma.

D EXTENSION OF CHARACTIERISTIC CURVES.

1, 1In the accelerated flight conditions it is poussible to closely approach
or exceed the maximum value of C; shown on the basic airfoil characteristic
curve without the breakdown of the flow characterized by the change in slopse
of the lift curve. The curve to be used for stress analysis purposes can be
extended to represent the effect of a sudden change in angle of attack by
the following aspproximations: :

a. Referring to Pige 11, extend the curve of angle of atbtack, a,; to
higher values of Cy by means of a straight line coinciding with
the substantially straight portion of the original curve, The
values of a so obtained should be entered in Table I under item 4.
(The dotted lines in Fig, 11 indicates extended values).

b+ Determine the induced drag coefficient as outlined in 1tem 19 of
Table I. R and K are defined in CAM 04,129-B,

¢s. Debtermine the profile drag coefficient s item 20 of Table I.
Plot these values for the original stralght portion of the €y
curve and extend the curve so obtained along the same general path
followed at the lower values of C1, as shown in Fig. 1l. Enter the
values of CD thus obtained under item 20,

d. Extend the CD curve by determining the values for item 7 of Table I,
as indicated.

i
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«131

©s The C,, curve can be extended as a horizontal straight line.

f. The e%%ended values of Cy and C, are determined as indicated under
items 8 to 15 of Table I, using the extended values of Cpe

g+ The CP walues should bes extended by means of the eguation:

CP=a - CMQ/CN
using the extended values of Oy, -~

E BIPLANE EFFECTS.

1. The effects of biplane interference can be converniently accounted for
by a suitable modificetion of the corrected airfoil characteristic curves
illustrated in Fige. 1ll. The modification of the varlous characteristics
for each wing can be carried cut as follows, referring to Table I:

ttse Lift Coefficlents. The individual 1life coefficients for each wing
should be determined for the useful range of average 1lift coefficient,
Cs (Item 1 of Table I). AppendixIITherein comprises the acceptable
method and ealls gttention to the limitation in the application of
HACA Report No. 501. This method derives increments which are mdded
to and subtracted from the average 1ift cecefficlent. Ttems Z1 and 24
are provided in Table I for this purpuse.

ba Normal Force Coefficients. The corrected normal force coefficisnts
for each biplane wing are plotted on Fige 1l« These values can be
determined from the original curve of average normsl force coeffi-
cient by using the corrected values of (1 under items 23 and 24,
Table I.

¢e General Characteristics. It is not necessary to plot the remaining
characteristics for each biplane wing as they can be readily deter-
mined by the following method. @Giver a design value of the average
Cys the corresponding points on the Cy curves for each wing are
determined., This individual value of biplane Cj corresponding to
the biplane Cy are determined by horizontal lires intersecting the
average Cy curve., The various coefficients for each wing are then
determined for these values of Cy, as indicated by the vertical
dotted lines on Fig. 1l.

PRIMARY STRUCTURE
1. This includes such items as control systems, fittings, suxiliary
members used to support or strengthen other members cerrying dirsct

loads, covering of wings and control surfaces, etc., in addition
to the main load carrying structure.

slmld
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DEFORMAT T ONS.

1. Detrimental permanent deformations are in general considered as those
which correspond to stresses in excess of the yield stress. The yleld
stress is defined as the stress at which the permanent strain is 0.002
inches per inch,

2. In determining the permenent deformations the effects of slippage or
jig deflection may be deducted if properly measured.

GUST LOAD FACTORS

1. The following formule for the loed factor added in encountering a
a gust should be used for wings:

An = _KUVn where An = limit load factor increment.
575 (W/S)
X = gust factor, see CAM CO4, Fig. lla.
U = gust velocity, feet per second.
(Note that the "effective" sharp-edged gust equals KU).
V = indicated alrspeed, miles per hour.
WS = wing loeding (CAR 04.106).
m = slope of 1ift curve, Cp, per radien, corrected for aspect
ratio. :

CONDITION I (POSITIVE HIGE ANGLE OF ATTACK).

l. This condition is illustrated graphically in Fig. 12, It is primerily
designed to represent conditions at which the highest positive acceleration
or load factor is likely to be obtained and is based on either a gust or
maneuvering condition. The meneuvering load factor increments given in

CAR Fig. 04-3 are semi-empirical and are based largely on past experience,
They represent the highest increments of mcceleration which are to be expect-
ed during maneuvers.

2, As 1%t is possible to develop the 1limit load factor for Condition I in
various flight attitudes, a definite range of values of Cj, is included, as
indicated in Fig, 12. This corresponds to the assumption that the 1limit
load factor will be developed at speeds somewhat below the V,, the lowsst
speed being that associated with the value of Cymgye The modified flight
conditions, which are explained in succeeding sections, are intended to
provide for the effects of this assumption and are so specified as to
reguire a minimum amount of investigation.

3, It will be noted that in Condition I & walue for the CP is specified,
instead -of the moment coefficient, If it is desired to find the moment
coefficient to be used in Condition I, the wvalues of CP and Cxy cen be
inserted in equation 9, CAM 04 1-C. 1In the case of a biplane, the proper
correction should first be made to the upper wing CP.

e2=1
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4. The arbitrary assumption of Cgp = -.20 Cy is based on an average figure
for Cq at Cippy 2nd an adjustment of the design speed to give the applied
loagd factor reguired. If the gust condition causes the value of C; to
excead CLmAx’ the chord coefficient will usually be greater negatively than
the arbitrary value specified,

CONDITION Iy (POSITIVE HIGH ANGIE OF ATTACK MODIFIED)

le Tn ¢ondition I, the value of Cy required to produce the specified limit
lead factor at the high speed of the airplane will usually be considerably
lass than that corresponding to Clmaxe Condition I is designed %o be

critical for the front spar in bending and compression. For this reason
arbitrary values of Cy and CP are assigned, which ordirnarily represent s
pull-up %o the limit load factor at a speed lower then Vi. In certain
cases, however, the astual accelerated condition at VL may be critical

for some portions of the structure, in which case it should be checked.

The characteristics used for tondition I, are illustrated on Fig. 13. This
condition applies in any event to the following cases: '

2. Front Spar. Whon the tension flange or chord member of a front
spar is designed for low margins of safety in Condi%ion I, the small-
er forward chord component which oceccurs in Condition I may permit the
net tension load to bscome greater than that computed for Conditien T
and thereby result in negative margins of safety.

bs Rear Spar and Rear 1ift Truss. When a wing section having a small
negative or & positive moment coefficlent is employed, it is possible
for the rear spar to receive its greatest beam loading when the limit
load factor for Condition I is developed at the speed Ve

CONDITION II (NEGATIVE HIGH ANGIE OF ATTACK).

l. This condition represents the effects of encountering a downward gust

of 30 feet per second while flying at the speed Vs The coefficients to be
used are graphically illustrated om Fig. 12. The assumption of a zero chord
coefficient in certain cases is not a requirement, but is permitted in order
to simplify the analysis.

COKDITICN IIT (POSITIVE LOW ANGIE OF ATTACK),

1, This condition represents an upward acceleration of the airplans at its
design gliding speed V,. The coafficients to be used are shown graphically
on Fig. 14, As in Congition I, the applied load factor is considered %o be
produced by either s gust or a maneuver. As the spesd V, is the speed at
which the airplane will be flown least, and =not at all in very turbulent air,
the gust load factor formule is based on & gust of 15 feet per second and

the arbitrary value of the 1limit acceleration required is less than that for
Condition I. This is further Jjustified by the fact that for a conventional
2-spar wing, the value of the 1imit load factor affeets the rear spar load
much less than the values of speed and moment ceefficient used and is therefore
relatively unimportant. For other types of wings, ths values of speed and
moment coefficient are again ususlly the more important with respect to
torsicnal loading, the maximum beam loading being obtained from Condition 1.

s =i
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CONDITION ITI, (POSITIVE LOW ANGLE OF ATTACK, MODIFIED),

1. Thiz condition is included to provide for the use of silerons
during e pull-up or gust, It should be noted that a relatively small
downward allerorn deflection is sufficient to change the moment
coefficient from a very small negative or from a positive value to
the value specified. The effect of the displaced ailerons on high-
moment airfoils is proportionately smsll and for that reason no
corrections ere required for such airfoils. In general the condition
is critieal only for ‘the rear spar and the rear 1ift truss. This
requirement is not epplied to Condition IV, as the down load on the
front spar is not as sensitive to changes in aileron position,

CONDITION IV (NEGATIVE LOW ANGLE OF ATTACK).

1, This condition, which is grephically illustrated on Fig. 14,
represents the effects of encountering a "down" gust of 15 feet
per second while flying at the design gliding speed, Vg.

CONDITION V (INVERTED FLIGHT).

1. An airfoil which has & negative moment coefficient always tends to
produce an up load on the rear spar. It will usually be found, therefors,
that none of the basic flying conditions produce any considerable down load
on the rear spar (or any considerable "stalling" moment about the elastic
axis of a wing). At large negative angles of attack, however, the moment
coelficient about the aerodynamic center approaches zero and may even reverse
in sign., This means that the CP approaches or lies behind the aerocdynamic
center. Condition V therefore represents such a condition, which is likely
to be developed only in inverted flight. The applied load factors represent
either & gust load factor, which may be produced while flying inverted, or a
pull-up load factor based on the corresponding value for Condition I. For
simplieity the value of Cp is assumed to be zerc. See Fige 15 for illustra-
tion of this condition,

2e It should be noted that the meximum rearward position of the CP for

large negative angles of attack (above the negative stalling angle) approaches
40 per cent of the chord as a practical limite For highly maneuversble air-
planes, it would therefore be advisable to use this location of the CP in the
inverted flight condition, in order to obtain adequate strength in the rear
1lift ftruss system.

3. In general, Condition V will not be critical for portions of the struct-
ure other than the rear spar, rear 1lift truss, and fuselage carry-through
members, When a single-1ift truss is used, a preliminary check should be
made for this condition.

CONDITION VI (GLIDING).

1. This condition which 1s illustrated graphically in Fig. 15, is equiva-
lent to the assumption that while flying at a speed Vg a small negative gust

« 2B
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2. Waen this condition is applied to biplanes having a single 1ift truss it
will usually be found that only the lower wing is critieal with respect to
rearward chord loadse.

GENERAL.

1. For internslly braced monoplane wings equipped with trailing edge flaps,
no stress analysis of the wing structure as s whole need be submitted for the
flaps oordltlons'VII and VIIT ( CAR 04.2141 and 04.2142), provided that the
average valus of CM used in design conditions III and IV ( CAR 04.2133 and
04.2134) equals or exceeds the quantity

ch x (EE)
g
where: G, is the average moment coefficient about the aercdynamic
center (or at zero 1ift) for the airfoil section with flap
completely extended. {(The average moment coefficient refers
to a weighted average over the span when Cy is variable. The

wing area affected should be used in weighting).

Vp is the design speed with flaps extended, as specified in

CAR 0C4.211,

V, is the design speed used in conditions III and IV, as
specified in CAR 04,211,

TWhen the sbove condition is substantiated, no balancing computations for the
extended flap conditions need be submitted and these conditions can also be

sliminated from the desigrn of the horizontal tail surfaces.

2., The foregoing interpretation appllies To normal installations in which the
flap is inboard of the ailercns, or in which & full span flap is used. For
other arrangements it will be necessary to submit additional computalions if
it is desired to prove that flap conditions are not eritical,.
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which the flap is attached, using the flap design loads as determined from
CAR 04,2141 and 04.2142. The strength of special wing ribs used with split
filaps, and the effect of flap control forces, should also be investigated.
Reference should be made to current NACA reports and notes for accepbable
flap data.

GENERAL

1. As an alternstive procedure Conditions Iys IIIy, and Ty
can be snalyzed by medifying cenditions I, III and V respectively

that 100 2 s =
80 W8T LUV perceu‘t of the airload iz aszsumed Lo act on oIle w.!.'ﬂ% and

70 percent on the other, provided that the angular inertia of the
wings is neglected. TFor airplanes over 10,000 pounds standard weight
the latter factor may be increased lineerly with stendard weight wp
to 80 percent at 25,000 pounds. The effects of wing nacelles and
landing geer may, however, be considered in computing the sngular
inertia, 0u7
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2. TWhen the procedure of paragraph 1 immediastely above is followed, the
approximate method of applying adjustments directly to the wing resactions
mey be used if desired. This method obviates the necessity for an
additional determinstion of the beam load.

3. The vse of more rational loading conditions than those specified in
CAR 04,215 or in paragraph 1 sbove will be permitted i1f they are shom
to be applicseble. Such loading conditions should be based on studies
giving consideration to unsymmetrical entries inte gusts, to pusts
affecting cne wing only, and to meneuvering with ailerons.

4, The unsymmetrical flying conditions epply particularly to cabane
braeing, which should be considered as part of the 1ift truss.

GUST AT REDUCED WEIGHT.

1. Tt should be noted that & decrease in airplane gross weight will increase
the gust load factor. This may cause critical loads to be developed in paris
of the structure supporting dead weight., This should be thoroughly investiga-
ted in the case of airplanes having & widely variable loading. In other cases
it can usually be demonstrated that the gust at reduced weight condition is
eritical only for the forward portion of the fuselage, the engine mownt, and
the attachments of items of dead welight.

2. Then engine nacelles or other large items of dead welght are atbached
to the wing structure, they shovld be checked for the load factor due to
the combined linear and angular accelerations resulting from the loadings
of Condition Iy (CAR 04,2151) determined at the minimun design weight.

WING TAHNES EMPTY.

1. 7The specified weight reduction has particular application to cases in
which the maximum authorized weight is based on full pay load and a fuel
load of .15 gallons (.9 pounds) per certified maximum (except take-off
horsepowsr) in mccordance with CAR 04.740. Im all other cases the reduation
in weight may equal the weight of fuel that can be carrisd simultaneocusly
with full pay load.

WING LOAD DISTRIBUTICN.

SPAN DISTRIBUTION.

-~

le The span distribution of normal force coefficient (Cy) in the case of
wings having less taper than that corresponding to a mean taper ratio of 0.5
and not having mercodynamic twist should be assumed to vary in accordance with
Figse. 16 and 17, which are assumed to represent two extreme cases of tip
loading, Each case should be investigated unless it is demonstrated that only
one is critieal. The mean taper ratioc is defined as the ratio of the tip
chord (obtaired by exteénding the leading and trailing edges to the extreme
wing tip) to the root chord (cbtained by extending the leading and trailing
edges to the plane of symmetry). ‘
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ACTUAL SEMI-SPAN
FIG. 16 SPAN DISTRIBUTION — NO TIiP LOSS

N

. STATION WHERE
CHORD = DISTANCE =
TO_EXTREME TIP, ~ TIP_LENGTH™,

FIG. I7 SPAN DISTRIBUTION ~ WITH TIP LOSS

—
05 Cy
i

REF. CAM 04.2i7-A

NOTE : ABOVE FIGURES APPLY
ONLY TO WINGS WITHOUT
AERODYNAMIC TWIST BUT
HAVING MEAN TAPER RATIOS
GREATER THAN 0.5

FIGS. 16 & I7. SPAN DISTRIBUTION
OF Cy FOR WINGS.
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2, In all other cases, the span distributionshould be determined by rational
methods unless it is shown that a more severe distribution has heen used.
Acceptable methods of determining ratiomal span distributions are given in
the Army~Navy-Commerce publication ANC-1 (1), ™Spamwise Air Load Distribu-
tion" (obtainable from the Superintendent of Documents, Washington, D. C,,
at the nominal sum of 80 cents), in NACA Technical Report No, 585, and in
NACA Technical Note No. 605.

3. The effects of nacelles on the normal force coefficient may, in general,
be nmeglected, Their effects on chord loads are outlined in CAM 04, 217-C.

4, The eflsct of trailing edge cut~outs which remove less than 50 per cent
of the chord may be neglected when Figs., 16 and 17 are used.

5. When the normal force coefficient is mssumed to vary over the span, the
values usedshould be so adjusted as to give the same total normel force as
the design value of Cy acting uniformly over the span. (See CAM 04.217-D
for additional information).

6. When Figs. 16 and 17 are used the chord coeffiecient ghouldbe assumed to
be constant along the span, that is, itsghould be assumed that tip loss does
not affect the chord coefficient.

B CEORD DISTRIBUTION,

le The approximate method of chord loadings outlined in CAN 04,313 for the
testing of wing ribs is suitable for conventional two spar construction if

the rib forms a complete truss between the leading and trailing edges. A4n
"investigation of the actual chord loading should be made in the case of
stressed~skin wings if the longitudinal stiffeners are used to support direct
air loads. In some omses it is mnecessary to determine the actual distribution,
not only for total load but for each surface of the wing. If wind tunnel data
are not aveilable, the methods outlined in NACA Reports Nos. 383, 411 and 465
are suitable for this purpose. These methods consist in determining the "basie"
pressure distribution eurve at the "ideal" angle of attack and the "additional"
pressure distribubion curve for the additiomal angle of attack, These curves
can be coordinasted with certsin values of Crs so that the final pressure dis~
tribution curve can be obtained immediately for any Cq. Curves of this nature
for several widely-used airfoils can be obtained directly from the NACA.

2« Leading Edge Loads. On high speed airplanes the leading edge loads
developed mey be excepbtionally severe, particularly the "down" loads which

are produced by negative gusts when flying at the design gliding speed. The
magnitude of such loads can be estimated, without determining the entire chord
distribution, by the methoed outlined in NACA Report No. 413,

3+ Bffects of Auxiliary Devices. When a design speed higher than required is
used in commnectlion with wing flaps or other awxiliary high-1ift devices, it
will be necessary to determine the chord distribution over the entire airfoil.
The effect of any device which remains operative up to V, should be carefully
investigated. This applies particularly to auxiliary airfoils and fixed slots.

02=10



04,

CIVIL AERONAUTICS MANUAL

FlG. |8 - CONVENTION oF Axes Forces ano MoMewNTS.
(Rew. CAM 07.217-D3)

NOTE.: THERE ARE NO FIGURES 19 £20 IN THIS
ECITION ,AS THEY WERE DELETED BY A REVISION

TO THE PRECEEDING EPITIOM..

301230 0—41——F5

211



04,217-C CIVIL AERONAUTICS MANUAL
04.217-D

¢ SPECIAL LOADIKGS.

1. Parasite Drag, The drag of large items asttached to the wing cellule
(such as nacelles)_should be estimated and eonsidered in conjunction with the
conditions in which the addition of such a drag load may result in a critical
load in eny member(s).

2. Propeller Thrust. The propeller thrust from a nacelle may be neglected
in the detalled mnalysis of the wing structure, with the following exceptions:

a, Wihen the nacelle location is such as to produce large local loads
on the wing structure {nacelle above wing, ete.)

b. When, in multi-engined amirplanes, nacelles are located at a consid-
ereble distance from the plane of symmetry, in which case the wing
attachment structure should be snalyzed for the case of full power
applied on one side only.

D DETERMINATION OF POINT OF APPLICATION OF THE RESULTANT AIR LOADS ON A
WING. | '

1. A genersl method is outlined in Army-Navy-Civil Publication ANC-1(3)*,
"Determination of the Points of Application of the Resultant Airloads on a
Wing", for determining the mean effective wvalue of the normel force coef-

ficient, the average moment coefficient, location of the mean serodynamic

center and value of the mean serodynsmic chord. These factors are needed

in order to determine the balancing loads for various flight conditions.

2. A simplified version of the method presented in ANC-1(3) is presented
by Teble II end is applicable to those cases where the span distribution
outlined in CAM 04.217-A1 is employed. In order that the procedure may be
entirely clear, the followirng instructions are presented:

a. In general, the sumation of all forces acting upon a wing
can be expressed as s single resultant force acting at a
certain point and a couple, or moment of air forces, about
this point,y If the point is so chosen that, at consftant
dynemic pressure, the moment of the air forces does not apprec~
iably change with a change in the angle of attack of the airfoil,
the point can be considered as the mean serodynamic center
of the wing. The resultant force can be resolved into the
normal end chord components and represented by the average
coefficients Cy and Cp, while the moment maey be represented
by the aversge moment ccefficient, Cy, muitiplied by =
distance which e¢an be considered to be the mean aerodynamic
chord. The values of the above quantities and the location
of the mean serodynamic center will depend on the plan form
of the wing and the type of spen distribution curve used.

“*To be published soon,

«2-12
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b, The choice of a reference axis system is an arbitrary
matter; any rectangular system of coordinates will be
satisfactory. However, for the present cese, it has
been found convenient to choose a set of rectengular
axes fixed in the airplene. The longitudinal or X~axis
may be teken parallel to the line of thrust, paresllel
to the wing chord, perpendiocular to the projection of
the plane of the wing beams on the plane of symmetry,
or any eimilar line in the plane of symmetry, The
normal or Z-axis lies in the plane of symmetry per-
pendicular to the X-sxis. The lateral or Y-axis is
perpendicular to the plene of symmetry. The origin
mey be taken at any point in the plane of symmetry,
preferably not too far from: the wing. The resultent
single force can then be expressed by its components
in the XZ plane snd the moment as a couple sbout the
Y-axis. Forces which act up, aft, and toward the
left wing tip are considered positive. Positive
moments act counter clockwise about their respective
axes when viewed from the origin. .

¢. An exrlanetion and clarificetion of the procedure to
be followed in filling out Table II is as follows:

(1) The semi-wing should be divided into s
convenient number of strips with a number
or letter assigned to each and listed in
column 1.

(2) The distance from the plane of symmetry
to the centroid of the area of each strip
is listed in colum 2,

(3) Column 3 contains the width of the strip.

(4) The mean chord of each strip is listed in
column 4.

(5) The area of each strip is found in column 5
by multiplying column 3 by column 4, The
sum of this column should equal half the
wing ares as indicated below the tabls,
This is a check on the correctness of the
strip arees and nothing more should be
done until good agreemsnt is obtained.

«2-13
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The date for column € is tgken from the assumed span
distribution curve, Figure 16 or 17. The factor
Ry represents the ratio of the asetuel Cy at any

- point to the value of Cy, at the root of the wing.

(7)

(8)

(9)
(10)

(11)
(12)

(13)

(14)

(15)

3+« In the
exists for

Column 7 contains the product of column 5 and 8.
The sum of this column when divided by the sum of
column 5 will give the value Kp, which is the
ratio of the mean effective Cf to the value of Cy,
{at the root).

Column 8 contains the product of columns 2 and 7.
The sum of this column when divided by the sum
of column 7 gives the labteral coordinate of the
centreld of the semi-wing as indiecated below the
table, :

In column ¢ 1s listed the distance of each section
aerodynamic center aft of the YZ plane.,
Column 10 contains the product of ecolumn 7 and

9. The sum of this column when divided by the
sue of column 7 gives the X-ccordinate of the
centroid as indicated below the table.

In column 11 is listed the distance of emch
section serodynemic center sbove the XY plane,
Column 12 contains the product of columns 7

and 11. The sum of this column when divided by
the sum of column 7 gives the Z-coordinate of

the centroid as indicated below the table,

Column 13 contains the product of columns 4

and 5. The sum of this column, when divided

by the sum of columm 5, gives the length of

the mean aerodynemic chord. If a location is
wanted for the mean asrodynemic chord, it should
be drawn on the wing so that its serodynamic
center coincides with the centroid of 1ift
determined by means of the preceding columns,
Column 14 is a list of the section moment
coefficients,

Column 15 contains the product of columms 13

end 14. Por wings that have no twist, the

sun of this column when divided by column 13 gives
the aversge mament coefficient for the wing.

case of twisted wings a different span distribution
each angle of attack. The loecation of the resultant

forces can, however, be determined as in 2 sbove for any known
span distribution.

w2=14 -
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E RESULTANT FORCES ON BIPLANES.

l. The mean aerodynamic center location and the value of the mean aerodynamic
chord for each wing panel can be found as outlined in CaM 04.217-D. When wing
flaps or other auxiliary high 1ift devices are used the mean effective moment
coefficient for each wing panel should also be obtained. For a given flight
condition, the values of Cy for each wing can be determined from Table II. The
location of the mean merodynamic center of the biplane and the determination
of the resultant forces and moments can be accomplished as follows, referring
to Fig. 21:

a. The mean aerodynamic center of the biplane oellule lies on a straight
line connecting the mean serodynamic centers of the two wing panels.
The location on the line is determined from eguation (a), Fig, 21.

b. Assuming that the mean effective moment coefficient is the same for
each wing panel, the value of the mean aerodynamic chord for the bi~-
plane is determined from eguation {b), Fig. 2l.

6e If the mean effective moment coefficients for the two wing panels sre
different in value, the effective moment coefficient for the biplane
can be determined from equation (c¢), Fig. 21,

2. The mpan serodynemic center of a biplene, as determined above, is based on
the relative values of the normal forces acting on each wing. When the aver-
age normal force coefficient for the entire biplane is near zero, the relative
loading on the wings varies over a wide range and the mean serodynamic center,
if determined as outlined sbove, would in some cases lie entirely outside of
the wing cellule, For the same conditions, however, the chord force coeffici-
onts for the wings would be nearly equal, so that the resulbtant chord force
would not act at the same point as the resultant normal force. As the location
of the mean serodynamic center is of interest mainly in balancing and stadbility
computations, the following approximations and assumptions are permissible:

as A single location may be assumed for the mean serodynamic center for
all the balancing conditions,

b. When the investigation of two different span distributions is requlred,
the more nearly oonstant span distribution may be used in determining
the mean aerodynamic center and MAC.

ce The computations may be made for an average value of Oy = 0.5, unless
the biplane has an unusual amount of stagger or deoalage, or is other-
wise unconventional.

d. When the use of s single logation for the serodynamic center is not
sufficiently accurate, the computation of the mesn serodynamic center
for the entire biplane should be omitted and in balancing the airplane
each wing should be treated as a separate unit,

+218%  BALANCING LOADS.

A GENERAL.

* It will be noted that there is no .218 section in CAR 04, The subject
of balancing loads has, however, been ussigned this number in order to
provide better contimuity within the Manwual.
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@® Aerodynamioc center of M.,A.C,
® center of gravity of entire airplane.
@ Assumed C.P. of tail surface.

@ Center of propeller,

& = angle of attack, degrees (shown positive).
2 = gliding angle, degrees,

- = force AT (positive upward and rearward).

m ~ mament &V (positive clockwise as shown).
x = horizontal distance from@ (positive rearward),

h = vertical distance from @) (positive upward),
All distances are expressed in terms of the M.A.C.

FIG, 22 BASIC FORCES IN FLIGHT CONDITIONS

(Ref. CAM 04.218-B)
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l. The basic design conditions must be converted into conditions represent-
ing the external loads applied to the airplane before a complete stress analy-
sis can be made. This process if commonly referred to as "balaneing™ the
airplane and the final condition is referred to as a condition of Mequilibrium®.
Actually, the airplane is in equilibrium only in steady unaccelerated f£light;
in accelerated conditions both linear and angular accelerations act to change
the velocity and attitude of the airplane. It is customary to represent a
dynamic condition, for stress analysis purposes, as a static condition by the
expedient of assigning %o each item of mass the increased force with which it
resists mcceleration. Thus if the total load acting on the alrplene in a
certain direction is "n" times the total weight of the airplane, each item of
mass in the airplane is assumed to act on the airplane structure in exactly
opposite direction and with a force equal to "n" times its weight.

2. If the net resultant moment of the air forces acting on the airplane is
not zero with respect to the center of gravity, an anguler acceleration
results. An exact analysis would require the computation of this angular
accelerabion and its applieation to each item of mass in the airplane. In
general, such an analysis is not necessary except in certain unsymmetrioal
flight conditions. The usual expedient in the case of the symmetrical flight
conditions is to eliminate the effects of the unbalaneced couple by applying =
balancing load near the tail of the airplane in such a way that the moment of
the totel force about the center of gravity is reduced to zero. This method
is particularly convenient, as the balancing tail load can then be thought of
e¢ither as an serodynsmic force from the tail surfaces or as a part of a couple
approximately representing the angular inertis forces of the masses of and in
the airplane. Considering a gust condition, it is probable that angular iner-
tia forces initially resist most of the unbalanced couple added by the gust,
while in a more or less steady pull-up condition the balancing tail load may
consist entirely of & balancing air load from the tall surfaces.

BATANCING THE AIRPLANE,
l, The following considerations are inveolved in balancing the alrplane:

a. Full “power on" is assumed for conditions at V; (Conditions I and II},
but for conditions at V, (Conditions III and IV) the propeller thrust
is assumed to be zero,

b. It is assumed that the limit load factors specified for the basie
Plight conditions are wing load factors. A solution is therefore made
for the net load factor acting on the whole airplane. The value so
determined can then be used in comnection with each item of weight
(or with each group of items) in analyzing the fuselage. For balanc-
ing purposes the net factor is assumed to act at the center of gravity
of ‘the mirplane,

ce Assuming that it is possible for a load to be acting in the opposite
direction on the elevator, it is recommended that the center of
pressure of the horizontal tail be placed at 20 per cent of the mean
chord of the entire tall surface. This arbitrary loecation may also
be considered as the point of applieation of inertia forces resulting
from angular aceeleration, thus simplifiying the balancing processe

de In Fige. 22 the external forces are assumed to be acting at four points
only. The assumption cen generally be made that the fuselage drag
acts at the cenbter of gravity. TWhen more accurate data are available,
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TABLIE IIT

BALANCING COMPUTATIONS

(Ses Fig. 22 for symbols)

(Ref CAM 04.218-B3)

Vy, * moh V‘ = mph
¥o.| Them 1 1 ™
I(l) W = gross weight, pounds
K2) | q = 00256 ¥
o [(8)] s= Q@) /S
jan]
2 K4) /o=@ /®
S [(8) | my = applied wing load factor
S -0/ ®
5‘5 (7) 0y, oorresponding to Cy
5 o | e
3 [9) Nxy * 1E’ z.(:)
3 [10) gy = /@
¢ (1)} ¢ _ = design moment co-
o effiolent
(2)] m-@ =@
I(ls) ng = tail load factor
(14)] ng = «(® = @3 = et load
faotor
(15) By, = - - - chord
— oad factor
(18)i T = = tai}
O = load
(17% Cyt = moment coefficient of
5 . airplane less tail
;'i': (18) acp= @) - @
g (19') smy = @ x @
3 20] ang= @ / (x5 - =)
3 j21) 2a7- @ x @
22} ™= @@ + &
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the resultant fuselage drag force can of course be computed and
applied at the proper point. In cases where large independent items
having considerable drag (such as nacelles) are present, it is advis-
able to extend the setwup shown in Fig. 22 to include the additional
2. As shown in Fig. 22, & convenient reference axis is the basic chord.line
of the mean serodynamic wing chord., (The.basic chord line is usually specified
along with the dimensions of the airfoil section.) The determination of the size
and lgecation of the MAC is outlined in CAM 04.217-D., In determing the vertical
location of the eerodynemic center of the MAC (point 1 of Fig. 22) the vertical
position of the MAC in relation to the wing root chord, or other similar refer-
ence line, should be considered.
3., A tabular form will simplify the computations required to obtain the
baleneing loads for various flight conditions. A typieal form for this
purpose is shown in Teble III. 1In using Fig. 22 and Table IIT the following
assumptions and conventions should be employed:

a. If known distances or forces are opposite in direction from those
shown in Fig, 22, a negative sign should be prefixed before insert-
ing in the computations. For instance, in the oase of a high-wing
monoplane, ho will have a negative sign. Likewlise nx4 will be either

negative or zero in all cases. The direction of unknown forces will
be indicated by the sign of the value obtained from the equations.
A negative value of nz will usually be determined from the balancing
process, indicating a down load oan the tail. For conditions of
positive acceleration the solution should give a negative value for
nos as the inertis load will be acting downward. The comvention for
my corresponds to that used for noment coefficlents; that is, when
the value of Cy is negative m) should elso be negative, indicating a
diving moment,

b, All distances should be divided by the MAC before being used in the
computatlions.

Cs ng-propeller thrust should be assumed te act along the thrust
axis,

d. The chord load acting at the tail surfaces may be neglected.

4, Computation of Balancing Loads. In Table IIT the computation of balanc-
ing loads is indicsted for typical flight comditions. The equations are
based on the fact that the use of the average foree coefficients in connec~-
tion with the design wing area, mean serodynamic chord, and mean serodynamic
conter will give resultant forces and moments of the proper magnitude,
direction and location. -Provision is made in the table for obtaining the
balancing loads for different gross weights. The table may be expanded to
inelude computations for several loading conditions, special flight conditions,
or conditions involving the use of auxiliary deviees. It should be noted that
a change in the location of the CG will require a corresponding change in the
values of xp and hy, on Fig. 22.

a. When the full~load center of gravity position is verisble the air-
plane should be balanced for both extreme positions unless it is
apparent that only one is ecritiecal. In certain cases it may also
be necessary to check the balancing tail loads required for the
loading conditions which produce the most forward and most rearward
center of gravity positions for which approval is desired.

P> B 1
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5. The following explanatory notes refer by mumber to items appearing in
Table III;

6.

(3) The wing loading, s, should be based on the design wing area.

(5) ny = limit load factor required for the condition being investi-
gated. (See CAR 04 21).

(8) Determine Cc as specified in (AR 04.21. BSee also eq. 8,
CaM O4o1~C.

(10) Propeller thrust, F,., should be determined from Eq. 15,
CAM 0O4. 1-C for congitions at V;. For oonditions at V, assume

I’x4=00

(11} The value of (' is specified in CAR 04.21. For = biplane see
CAM 04,217-E of this bulletin. See also CAM 04.217-D in cases
involving wing flaps.

(13) The net tail load factor, ng, is found by & summation of moments
sbout point (2) of Fige 22, from which the following equation is
chtained:

—_ 1 '
3 T;EFTT?QET_- [ 1 = By k2 1 X nx4 (bg 2)

Note: The above explanatory notes apply only when the set~up shown in
Fig. 22 is used., If a different distribution of sxternal loads
or & different system of measuring distances is employed, the
computations should be correspondingly modified,

The preceding paragraphs 1-5 end items 1-16 in Table IIT cover ‘the

determination of the balsncing loads, without consideration for the moment
which may be contributed by the fuselage and nacelles, The following
explanatory notes refer by number to ltems appearing in Table IIT which
provide for the determination of tail lomds with consideration for fuselage
monment effects, as required by CAR 04.2210.

(17) Cpt is the total moment coefficient sbout the c.g. of the airplane

(18)

less ball, as determined from & wind tunnel test. When such test
results ere not available this item can be omitted, as other pro-
visions to cover cases of this type are given in item (18) following.
It will be noted that this coefficient is based on the design wing
area and the mean aerodynemic chord.

ACp is the ineremernt in moment coefficient due to the fuselage and
nacelle moments, also based on des1gn wing ares end mean serodynemic
chord. When data on item (17) is not available, ACm csn be sssumed
equal to -0.01.

(22) T is the teil lomd considering fuselage and nacelle moment effects.

'2"‘22



222

220

+2210

04.22
CIVIL AERONAUTICS MANUAL 04.2210

CONTROL SURFACE LOADS.

GENERAL.

1. The requirements for the design of control surfaces as outlined in

CAR  04.22 are based on the two separate functions of control surPfaces:
balanecing and meneuvering. The requirements are specified so as to account
also for the effects of auxiliary control devices, gust loads, and control
forces.

2+ The averasge unit loasding normal to any surface is determined by the force
vcoefficient Cy and the dynemic pressure ¢, ss shown by Eq. 13, CAM 04, 1-C,
When dealing with tail surfaces, it is customary to specify the value of Cy
for the entire surface, including both the fixed and movaeble surfaces. The
total load so obtained is then distributed so as to simulate the conditions
which exist in flight. In the cmse of ailerons, flaps or tabs, the value of
Cy is usually determined only for the particular surface, without reference
to the surface to which it is sttached.

3. The average unit loading is usually assumed to be constent ever the span.
On account of the nature of the chord distribution curver spedified in FAR
Figse 04=4, 04=5 and 04-6, it will be simpler to sgsume that the wnit loading
at the hinge line is constant over the span

4. Although there are no specific chord loading conditioms for control
surfaces specified in CAR 04.22, such surfaces should be designed to with~
stend a reasonable emount of chord load in either direction, A total chord
load equal %o 20 percent of the meximm normsl losd mey be used as & separate
design condition. The distribution along the span mey be mede proportional
to the chord, if desired. Tests for this condition are not required unless
the structure is such as to indicate the advisebility.of such tests.

BATANCING (HORIZONTAL SURFACES).

1. The balancing loads should be applied te the horizontal tail surfaces,

ag the ailerons and the verticel tail surfaces ere used only to & small extent
for balencing purposes. The use of the vertical tall surfaces for balancing

a multi-engined airplene having one engine dead is provided for in CAR 04.2220.

2, An acceptable method for accounting for fuselage end nacelle moments in
the determinstion of the balancing tail loads is given in CAM 04.218-B6 end
CAM 04 Teble III. When wind tunnel tests have been used in this process

the teil loeds T! in item 22 of this table may be used for design purposes.
When, however, the =0.01 moment increment has been used in lieu of wind tumel
tests to account for fuselage and nacelle moments, the belancing loads to be
used for design purposes should be teken as either item 16 or item 22 in

CAM O4 Tsble III, whichever are most severe. This is to allow for a possible
range of fuselage and nacelle moment coefficients. g
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3. The chord distribution illustrated in CAR Fig. O04-4 is intended
to simulate a relatively high angle of attack condition for the
gtabilizer, in which very high unit loadings can be cbtained near
the leading edge. The opposite loeding required for the slevator
in the balsucing condition provides for the control far ce which
the pilot might need to exert to hold the airplane in egquilibrium.

4. In CAR Fig. O4-4, the loed from the elevator is shown as a
concentrated load acting at the elevator hinge line. The hinge
moment is, of course, resisted by the control system end there-
fore does not affect the stabilizer. It will be noted in CAR
04,.2210(b) that the opposite elevator load, P, may be assumed
oquel to zero when the balencing load is obtained with flaps

_ deflected (Conditions VII and VIII). This is based on the im-

probability of the pilots having to push on the elevator combrol
in order to obtain balance with flaps down.

MANEUVERING (HORIZONTAL SURFACES)

1, The requirements for maneuvering loads outlined in CAR 04 are intended

meinly to place the determination of such loads on & speed - foree coefficient
basis, to specify values which ugree substantially with previous practice, and
to provide for the effevrts of incremsingly greater airplane speeds. It should
be understood that the methed is designed for application to conventional air-
planes and that in determining the maneuvering loads the designer should con=

‘gsider the type of service for which the airplane is to be used.

2. The design values of Cy specified in CAR 04 represent coefficients which
can be attained by deflecting the control surfaces, the highest value represent-
ing the largest deflection of the movable surface expected at the design speed.
Lower values sre used for up loads on the horizoental tail surfaces and for the
vertical tail surfaces, as the corresponding control forces are expected to be
less in these cases. The numerical values of the coefficients are coordinated
with the value of the factor in the equation for design spesd and do not
represent the maximum coefficients which can be cbtained with conventionsal
control surfaces. Higher values may be desirable in certain csses, depending
on the purpose of the airplane, '

3., Ths chord distribubion shown in CAR  Fige. 04-5 represents approximately
the type of loading obtained with the movable surface deflected, TFor tail
surfaces, this type of loading is critical for the movable surface and for
the rear portion of the fixed surface.

224
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¥IG.23  TAB LOADING CONDITION
{Ref. CAM 04.2213)
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DAMPING (HORIZONTAL SURFACES)

1, TWhen 2 control surface is deflected suddenly the full maneuvering load
tends to build up immedimtely, after which the mirplane begins to acquire
an angular velocity. This angular motion causes the direction of the rela-
tive air stream over the fixed surface to change, which causes the air load
on this surface to build up in a direction such as %o oppose the angular
rotation of the airplane, This load is concentrated near the leading edge
of the fixed surface and is commonly referred to as the damping lomd. It
is provided for in CAR 04 as a supplementary condition based on the initial
maneuvering condition. The damping load is olosely related in magnitude to
the initial manesuvering load which produces it, so that it is comvenient to
use the latter loading condition to determine the dmmping load on the fixed
surface. To avold the necessity for a separate analysis for damping loads,
the distribution is made the same as for the balancing loads. In the case
of the horizontal surfaces, the damping load therefore acts as a minimum
limit for the design of the fixed surface and need not be imvestigated when
the balaneing load is oritieal.

TAB EFFECTS (HORIZONTAL SURFACES).

le The loading condition specified in CAR 04.2213 is dilagresmmatically
illustrated in Fig. 23. This condition represents the case of the teb load—.
and the control foree both acting so as to resist the hinge moment due to t
air load on the moveble surface. For convenience, the distances and moments
can be computed for the neutral position of the movable surface and tab,
Actually, the:tab load will tend to decrease slightly when the movable surf-
ace is deflected, but this effect, being small and difficult to determine
rationally, can be neglected.

MANEUVERING (VERTICAL SURFACES).

l. The comments in CAM 04.2211 in regard to horizontal surfaces also apply,
in general, to the vertieal surfaces.

2. It is specified that the value of V. shall not be less than the lsvel
£1light speed with one engine dead. This is based on the assumption that the
unbalanced yawing moment present in such a condition will be balanced by the
vertical tail surfaces. In some cases it may be advisable to increase the
value of the normal force coefficient to account for features such as engimes
which are relatively far from the plane of symmetry. In estimating the speed
with one engine dead the following approximate equation may be used: .

V. = 0.9 VL [.1_]':-]]/3
n

P &
Where Vp = speed with one engine dead.
Vi = normal high speed.

n = total number of engines.
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DAMPING (VERTICAL SURFACES).

1. The comments of CAM 04.2212 in regard to horizontal surfaces also apply,
in general, to the vertinsl surfaces. '

GUSTS (VERTICAL SURFACES)
1. The following points should be noted in comnection with this requirement:

a, This gust condition applies only to that portion of the vertical
surface which has a well defined leading edge. The total effective
area for this condition is therefore the sum of the fin and rudder
areas which lie behind such leading edge. In cases where the fin
fairs gradually into the fuselage the leading edge is considered to
be well defined for those longitudinal sections through the fin and
rudder which have thickness~chord ratios of .20 or less. For the
purposes of this requirement the "fin" is considered to inelude any
rudder balance area ahead of the extended trailing edge of the fin,

b, The chord distribution specified in CAR Fig. 04-6 is applicable to
those cases in which the mean chords of the effective fin and rudder
areas are of approximately the same magnitudes. When this figure is
used it should be noted that w refers to the average limit pressure
over the total effective area of the vertical surface. The total
load acting is therefore equal to w times the total effective area,
This load is, however, spplied to the fin only, in acoordance with
the speoifisd distribdbution,

co When the mean chords of the effective fin and rudder areas are of
considerably different magnitude, the chord distribution for a
symmetrieal airfoil should be used. This distribution can be ocbtain-
ed from the curve marked "experimental mean" of Fige. 11, NACA
Technical Report No. 353.

WING FLAPS,

1. In the design of wing flaps, the oritical loading is usually obtained
when the flap is completely extended. The requirements outlined in CAR 04
apply only when the flaps are not used at speeds above & certain predeter-
mined design speed., As noted in CAR 04.743, a placard is required to
inform the pilot of the speed which should not be exceeded with flaps extend=-
ed., Reference should be made to current NACA Reports and Notes for acceptable
£lup data.

GENERAL.

1. In all cases the 1imit loads’ for control systems are specified as 125
per cent of the metual loads corresponding to the control surface limit
loading, with ¢ertain maximum and minimum control foree limits., The factor
of 1.25 is used to account for various features, such as:

8, Differences betwesen the astual and the assumed control surface load
distribution.

be. Desirability of extrs strength in the control system to reduce
deflections.

c. Reduction in strength due to wear, play in joints, etc,.
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2, The maximum control foree limits are based on the greatest probaeble

forces which will be exerted by the pilot. These forces can be exceeded

under severs conditions, but the probability of this occurrence is very low.

The ultimate factor of safety of 1.5, which is required in any case, will

permit the maximum limit load to be exceeded for a relatively short time withm
out serious consequences., .

3¢ The minimum control force limits apply only to cases in which the econfrol
surface limit loads are relatively small., The minimum control forces may be
applied when the control surfaces are completely utilized and are against the

stops.

4, The requirement of the multiplying factor of safety of 1.20 for fittings
does not apply in the case of control systems, as the factor of 1.25 provides

a sufficient margin and conservative rules are specified for determining allow=-
able bearing stresses in joints. When the control system is designed by either
the maximum or minimum control foreces it is also unnecessary to use the extra
factor of safety for fittings.

»234 FLAP AND TAR CONTROL SYSTEMS.

1. It should be noted that the flap position which is most critieal for the
flap proper may not also be eritical for the flap control mechanism and
supporting structure. In doubtful cases the flep hinge moment can be plotted
as a function of flap angle for various angles of attack within the design
range. The necessary characteristic cwrves should be obtained from reliable

wind tumnel tests.

2., The following design conditions apply to crank snd twist type comtrols
for airplenes certificated in the "Transport" category:

2. From the cockpit control to the control system stops, teb control
systems should be designed to withstand the following limit loads:

(1) A torque of 133 inch-pounds applied to the control kmob in
the case of twist controls,

{2) A torgue given by the relation T = 100 R applied to the con-
trol wheel or crank in the case of controls that are not
operated by & twisting motion. In this cetegory will fell
creanks, levers, and handwheels with a well-defined rim which
can be grasped for turning.

b, From the control system stops to the tab, tab control systems
should be designed to withstand limit loads corresponding to

125 percent of the limit load used for the design of the tab.

In the case of multiple tabs or multiple surfaces each incorporat-

ing a teb, 125 percent of the limit load should be applied to all

tebs simultensously.
¢. Care should be taken to secure a rugged counnection between the tab
end the irreversible unit.
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«240 GENERALe

1. Tsail Wheel Type CGear. The basiec landing conditions outlined in GAR 04.24
for conventionsl land type gear mre tebulated in Fig. 24. This chart can be
used as & summary of the load Pactors for the landing conditions by inserting
the setual velues used.

2. Nose Wheel Type Gear. The following design conditions have been found
acceptable in sertain cases of nose wheel gear. It is emphasized, however,
that all uvnusual Peatures of a particular design should be investigated %o
insure that all possible eritical loadings have been cunsidered. See also

CAM 04 .340 for a discussion of energy sbsorpbion tests.

a. Three-Wheel Landing with Vertical Reactions. The minimum 1imit load
is specified in CAR 04 Fig. 04-10. The value of the sum of the
static ground reactions shall be the weight of the alrplane less land-
ing gear., The total load shall be divided between the front and rear
gear in inverse proportion to the distances, measured parallel to the
ground line, from the CG of the airplane less landing gear to the
points of contact with the ground, The load on the rear gear shall
be divided equally between wheels. Loads shall be assumed to be
perpendicular to the ground line in the three-wheel landing attitude,
with all shock absorbing units and tires deflected to ons-half their
total travel unless it is apparent that a more critieal arrangement
could exist. The critical positions of the CG shall be investigated.
The minimum ultimate factor of safeby shall be 1.5.

be Thres-Wheel Landing with Ineclined Resctions. The minimum limit load
Pactor is specified in CAR 04 Pig, 04~10. The resultant of the
ground reactions shall be a force lying in the plane of symmetry and
passing through the CG of the airplane less landing gear. The basic
value of the vertical component of the resultant force shall be equal
to the weight of the airplane less landing gear., The horizontal com-
ponent shall be 25 per cent of the vertical, acting aft. The total
fores shall be so divided between the front and rear gear that the
resultant moment aeting on the airplane will be zero., The load on the
rear gear shell be divided equally between wheels. The shock absorb-
ers and tires shall be deflected to the same degree as in condition a
above. The critical positions of the CG shall be investigated. The

_ minimum ultimate factor of safetv shall be l.5.

¢s Two-fheel landing with Vertical -Reactions - Nose Up, The minimum Itmit
lend factor is specified in CAR 04 Fig, 04-1C. The airplane shall be
assumed to be in an extreme nose-up attitude. The gross weight of the
airplane less the rear gear shall be assumed to act at the rear wheels
in a direction perpendicular to the ground line. The total load shall
be divided equally between the two rear wheels. Ths resultant mament
on the airplane shall be balanced by inertis forces. The shock absorbers
and tires shall be deflected to the same degree 4s in condition a above.
The minimum ultimeste factor of safety shall be 1.5.

02"29



CIVIL AERCNAUTICS MANUAL

*E3EX6 SUOTLTPUCS TB0E4IJI0 odom juedwdds sseTun mmw
queuodwon [%0}gJ04 %G2 peeoxe jou pasy (8)
‘oxez sTenbe n) snoqe *oxez sTenbe T8y 39 uotypwey (%)
SjUeUOw 3By} OB PIXS PUB ST66UM 03 Peynqli3sid (4) .mbop.m (2) 10K QFT® oeog*enTsli JorT9WE o (2)
*jydrem seoa@ st 4 (9) *28°% peenxe 30U peeN (2)
*BRESTYO pus sTesus ssoT jufrem ssoad st u (@) A0 TeeUM eue e 40w Equewodmop  (T)
%08 %0g %az %od %0g NOLIONLING WU
TeasaL %09 TeA8XL %0g TWOTITHOL OTREAR | () TO4ABIT %09 (6)Te4eAT %0a | NOIIOFIAZA INHIS JOOHS
0apg o6 (PTeasrT )y | oxez ouey INANOAHOD HATH
(MeTA 0PTE) DD
_ nxuy, . D0 naxyy, :
Te0TqI04 ag* @) ( bvpﬁﬁsmom Mu ggr QI (8) jmeaTRSSy LNANOGOD THVMIVAH
(ay M= (g) M (5) MR (4)g) MR (5) MR TNENOJHOO "TVOLTHEA
TO4E0R TI0H . TBQURZ TIOH .
(p) ¥EFOd=E 1xy ae1Tedory (p) FEod=g JUTOgwg FEXY Je1TedoxI FOITTIY
(8/M)8e1°0 + 00°¢
ot Teagl g* Loo® TeA0T 8% Huwl Qpo¥ + M oy o %w_aﬂo#_ .mcg
(g) ocos * 08%°3 ()
avg® e avz* - ov3t ._”.3.,. ‘%0 uvy  EONAMHINY
GEAVEE | ) DNIQNVT THEENENO () T8 INTOFng TAART NOIITANGD

(%°%0 U0  TAR) UVED HAXI THIHM TIVE Hod
SNOI IIANOD HNIGNYT SNVIIANYI

FIG. 24 TANDPLANE IANDING CORDITIONS FOR

TAIL WHEEL TYPE GRAR

+2=30




04,240
CIVIL AERONAUTICS MANUAL

d. MTwo-Whedl landing with Inclined Remctioms - Nose up. The minimum limit
load factor is specified in CAR 04 Fig. 04~10. The airplane shall be
assumed to be in an extreme nose-up attitude. The resulbant force shail
be determined in the same mammer as in condition b above except that
the gross weight of the airplane less the rear gear shall be used. The
total load shall be divided equally between the two rear whesls. The
resultant moment on the airplane shall be balanced by inertia forces.
The shock absorbers and tires shall be deflected to the same degree as
in condition a sbove, The minimum ultimate faotor of safety shall be
1.5

e« Two-Wheel Landing with Inelined Reactions - Nose down, The minimum
limit load factor is specified in CAR 04 Pig, 04-10. The airplane
shall be assumed to be in a nose~down attitude with the front wheel
just off the ground. The resultant force shall be determined in the
same menner 8s in condition b above except tuat the weight of the air- -
plane less the rear gear shall be usede The total load shall be
divided equally between the two rear wheels. The resultant moment on
the airplane shall be balanced by inertis forces. The shock absorb=
ers and tires shall be deflected to the same degree az in condition a
sbove. The critical position of the CG shall be investigated. The
minimum ultimate factor of safety shall be l.5.

f. Two-Wheel landing with Brakes - Nose down. The minimum limit load
factor shall be 1.33. The airplane shall be assumed to be in a nose-
down attitude with the front wheel just off the ground. The gross
weight of the airplane less the rear gear shall be assumed to act at
the rear wheels in & direction psrpendicular to the ground line. In
addition, a horizontal aft component equal to .55 times the vertical
shall be applied at emch whesl at the points of contaet with the
ground. The total load shall be divided equally between the two
rear wheels, The resultant moment on the airplane shall be balanced

by inertia forces. Ths tires shall be assumed to have defletted not
more than one~quarter the nominal diameter of their cross-section,
and the deflection of the shock absorbers shall be the same as in
condition a ebove. The minimum ultimate factor of safety shall be 1.5,
go SifBe Drift Landing, The minimum l1imit load factor is specified in
CAR 04 Fige. 04-10. The attitude of the airplane, the vertical comp-
onents of the landing gear reactions, and the deflections of the
shock absorbers and tires shall be the séme as in condition a above.
In addition, a horizontal aft component and & side component, each
equal to .25 times the vertical component, shall be applied at each
wheel at the points of contact with the ground. The resultant moment
on the airplane shall be balanced by inertia forces. The minimum
ultimate factor of safety shall be l.5.
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h. Side Drift lLanding with Brakeg. The minimum limit load feetor shall be
1,0. The attitude of the airplane, the static ground reactions on the
front and rear gear, and the deflections of the shock absorbers and
tires shall be the same as in condition a above. The total load on
the rear gear shall, however, be applied entirely on one wheel. In
addition, a side component equal to .75 times the vertical component
shall be applied at each wheel at the points of contact with the
ground. The side load at the rear wheel shall be assumed to act in-
ward and the side load at the nose whesl shall be assumed to asct in
the same direction. A horizontal aft component equal to .55 times the
vertical component shall be applied at the point of contaet with the
ground of each wheel equipped with brakes. (It should be noted that one
rear wheel is not loaded)s. The resultant moment on the airplane shall
be balanced by inertia forces. The minimm ultimete factor of safety
shall be 1l.5.

i. One-Wheel landing. An investigation of the fuselage structure is
required for a one-wheel landing in which only those loads obtained on
one side of the fuselage in condition e above are applied. The result-
ing 1imit load factor is therefore one-half of the minimum limit load
factor specified in CAR 04 Pig. 04-10, (This condition is identical
with condition ¢ above insofar as the landing gear structure is eoncern~
8d)s The minimum ultimate factor of safeby shall be 1.5,

3. Ski Geer. As noted in CAR 04.2410 the ground loads for ski geer
ere the ssme as for wheel geer. However, the strength of skis and
ski pedestals must be substentisted inaccordance with the require-
ments of CAR 15.12. See also CAM 15,.,12. Approval of ski instal-
letions is covered in CAM 04.061: The Cenasdian ski gear regquirementsg,
which are of interest to manufacturers contemplating export to

Canada, are listed in Imspection Handbook, Chapter XII.

4, Special Considerations. When lower 1limit and ultimate load fmctors are
used under the provisions of (ap 04.240, adequate provision should be made
to likewise hold the texiing sccelerations to lower values. Consideration
should also be givem to the fact that with such geer there is a tendency to
meke landings with & higher rate of descent than is common with gear develop-
ing higher factors., When lower factors are used in the case of rubber shock
sbsorbers, special rulings should be obtained from the Sscretary. When lower
factors are used with oleo type gear the following practise has been found
acceptablea
a. Such lower design load factors should mever be less then one
half the conventicnal values. '

b. A margin between the design load factor and the.load f?ctor
developed in the drop test should be shown. This margin
should be at lesst 20 per cent (of the design load facter)
at the one half value noted in a above, and may decrease
linearly to zerc as the conventional design load factors are

reached.

The use of such lower ultimate load factors should be justified
by drop tests in which the complete landing gear is uped.
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The provisions of a and b above can be expressed by the formulss given
below., The maximum permissible developed load factor is

- 2n0 n
e Ty |
3no-n

n

and the minimun required ultimate load factor for use in the analyses is
= Shg nj
T e——pii
2nginy

but n should not be less than O.Enog where

n, = ultimate load factor (Value fram CAR
Figc 04:—10 tinlﬁs 105),

n = minimum required ulfimate load factor
for use in the analysis,

n, = maximum permissible loed factor developed
in the drop test.

ENERGY ABSORPTION.

1. The definition of stalling speed V, used in drop height caleulations is
given in (AR 04.113. If accurate flight test data for the airplane in
question, or for & very similar airplane, are available, such data may be used
as a basis for caleculating the power-off stalling speed. However, the deter-
mination of speeds in the flight tests used in this connection should not
involve an extensive extrapolation of the airspeed calibration. See also

CAM 04,340,

ENERGY ABSORPTION.
1, See CAM 04,340 for general discussion.
SIDE LOAD.

1. This condition represents a loading such as would be obtained in a ground
loope.

ONE WHEEL LANDING.

1. This condition represents the "whipping" condition obtained in either of

" the two following cases:

8. The airplane strikes the ground with one wheel only. The initial
loading is such as to produce a relatively high angular acceleration,
which is resisted by the anguler inertia of the airplane about its
longitudinal exis through the center of gravity.

b. After striking the ground on one wheel, or after a landing with
considerable side load, the airplane has acquired an angular velocity
sbout its longitudinal axis and tends to roll over on one wheel., 3By
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the time the opposite whesl is clear of the ground, any apprecisble
'side load will probably have disappeared, so that the one-wheel land-
ing condition can be used again without modification. Any tendency
to continue rolling after the lomd hes been transferred entirely to
one wheel will not be likely to increase the load on that wheel, as
the kinetic énergy of rotation will be converted inte potential energy
by the rise of the center of gravity.

2. This condition does not require an additional investigation of the landing
gear structure as the loads are the same as in level landing,

SIDE 1OADS ON TAIL WHEEL OR SEID.

l. It is required that suitable assumptions shall be made to cover side loads
acting on tail skids or tail wheels which are not free to swivel or whith can
be locked or steered by the pilot. In sucn cases it will be satisfactory to
oconsider a side load acting alone and having a limit value equal to one-
fourth the limit load scting on the tail skid (or wheel) in the three point
landing condition ( CAR 04.242). This side load should act normal to the
plane of symmetry at the center of contact of the skid (or wheel) and the
ground. The attitude of the airplane and the defleotions of the tire and
shock absorber unit should be assumed the same as in the three point landing
condition., The minimum ultimate factor of safety should be l.b.

2, It 1s also recormended that this side load econdition be applied to swivel-
ing tail wheel units with the modification that the wheel is assumed %o be
rotated 90 degrees from the plene of symmetry and the side load to be applied
through the center of the axle,

GENERAL.

1, The basic water landing conditions are tabulated in Fig., 26. This chart
can be used as a sunmary of the load factors for the landing conditions by
inserting the actuml values used.

2. The landiriy copditions outlined for float seaplanes correspond, in general,
to the conditions used for landplanes. These conditions apply to conventional
float ingtallations and in sueh eases will provide a suffieient range of load-
ings. When unconventiomal types of float bracing are employed it may be advis-
able to investigate other landing attitudes, depending on the type of loading
which appears to be most critieal for the structure.

e In oertain landing conditions a higher velue of the minimum factor of
safety Is required for some pertions of the structure. This is primarily

for the purppse of obteining greater rigidity amd to provide for possible
variations in the load distribution. In general whenever the totel factor
of safety is 1.80 or greater, no further increase is required for fittings,
(See CAR 04 Table 04-7), It mey be sdvisable, however, to use an increased
factor for fittings which are highly stressed or subjected to reversal of
loading, in order to provide for the effects of stress concentration, fatigue,
and weer st joints.
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SEAPLANE LANDING CONDITIONS

See CAR 04.25
COMPONENT Froan(l)
CONDITION Inolined Vertiocsl gide
Reaction Reaction Landing
REFERENCE CAR 04 o251 o252 «253
n (Limit) 4.20(2) 435 (@) 440
VERTICAL REACTION w (3 w3 o 3
REARWARD REACTION 1/4 Vertical 0 0
SIDE REACTION 0 0 1/4 Vertioal

RESULTANT

Through CG Less Floats

In plane through

snd Braoing CG and perpendicular
to propeller exls
FACTOR OF SAFETY 1.85 (&) 1460
1,50 (6)

ATTITUDE

Propeller axis or reference line hordzontal

For flost requiremonts see CAR 04,257 and CAR 15.11

Nood not excesd 3,00 + L135(W/5).
¥ is gross weight less floats end bracing.

For flost sbtechments end fuseblege carry~thru members.

For remaining structural members.
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«2540 TLOCAL BOTTOM PRESSURES

2541

1. Since it is assumed that local pressures are applied only
over & limited mres at any instent, it is necessary to set up
some value for such an area., Any solution to this problem will
necegsarily be an srbitrary one, therefore, it is desireble to
consider the practical side of the pleture. If the designer is
held strietly to a certain shepe end size of loaded sres, it
might complicate the structural analysis problem. To aveid this,
a more flexible requirement is set up to the effect that the area
shall be teken such as to cause the greatest local stresses in
the adjacent structure. In no case need this ares exceed a
value of 2,0 square feet.

2+ To illustrate the above, if a conventional plate~stringer
bottom is used, the ares could be teken as that determined by
the stringer and frame spacing. This would be criticel for the
plate. To check the stringer and the attachment of the stringer
to the frame, snd to produce & maximum local load on the frams,
the pressure would be applied to one stringer over =n area of the
ssme value, assuming the resulting load to be resisted entlrely
&% the stringer sbteachment.

%o There have been several failures in actual practice of
verious hull components due te negative pressures aft of the
front step. However, since data concerning negative pressures
are so limited, it is not deemed advisable to specify any
deslgn criteria for this condition.

DISTRIBUTED BOTTOM PRESSURES

1. Although the bottom plabting eand stringers will be designed
by local pressure, major members such as cross-fremes and the
kool will be critical when larger =reas sre loaded. Water
tests indicate that aversge pressures over relatively large
arsas are considerably less than the "pesk™ local pressures.
The requirement for distributed pressure consists of applying
simileenecusly over the entire hull bottom one~helf of the
pressure values required for local pressures.

2. The distributed pressure requirements are not intended to
design the shell structure of the hull (sides in shear, etc.)
but epply to belt frames, keels, bulkheads, and the attachment
of the cross freames to the sides of the hull structure.

Sa. BSee CAM O4 0254:0"5 .
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«254% OSTEP LOADIKG CONDITION

1. The local and distributed pressure requirements are intended
to take care of the il bottom as such, and therefore it is

not too important to correlate the maximum impact factor with
bottom pressure, This is further justified by the fact that the
maximum impact factor does not occur until a considerable portion
of the bottom has been submerged, at which time the boitom pres-
sures have dropped considerably below the maximum values likely
to be obtained locally.

2+ The step loading condition is critical for the lwll in shear
and bending, and also may produce maximum dowrward inertia loads
from nacelles, etce The calculations can be considerably simpli-
fied if the resultant load is assumed to pass vertically through
the center of gravity., Although the load may act at some point

' other than the c.g. and may actually be inclined rearward, these
refinements will have very little effect on the shears and bend-
ing moments in the hull structure and may therefore be neglected,
In order to provide adequate strength against forward inertia
loads coming from wings, nacelles, etc,, a rearward acting load
i8 included in the bow loading condition.

3. To avoid excessive local shear loads and bending moments
near the point of water load application, the water load may be
distrituted over the il bottom. The area to be uzed in deter-
mining pressures {for comparison with those specified in CAR
04.2541{a)) should be the projected arsa of the mll bottom on
a horizontal plane which intersects the bobttom of the keel at
the front step.

«2543 BOW LOADING CONDITION

1, The most severs upward shear loads and bending moments for

the forward portion of the mll structure are probably caused by

an impact load near the bow. Such a loading condition is likely

to be obtained in landing or in take-off from rough water, 4
simplified procedure to cover this condition is discussed below.
More rational methods may, of course, be used, subject to acceptance
by the pdministrator,

2. Considering the arbitrary nature of the lmll loading condi-
tions, it seems reasonable to dispense with mumerous refinements
in specifying the loading condition and to apply a concentrated
load at some specified point in an arbitrarily chosen direction.
Therefore, the bow impact load is applied to the keel at a point
one-tenth of the distance from the bow to the step, and in an
upward and rearward direction at an angle of 30° from the vertiecal.
Sce Figure 252, As this loading condition will produce a combi-
nation of vertical horizontal, and angular accelerations, all
itenms of weight will produce inertia loads accordinglye
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3« 1In those cases when it would be otherwise unnecessary to
calculate the moment of inertia of the airplane about its lateral
axis, the specified condition may be replaced by a simplified
loading by making some conservative assumptions., To simplify the
computation of inertia loads, an !average' linear acceleration
factor can be used. The approximate method then consgists of
applying to the keel at a point ome-tenth of the distance from
the bow to the step a load equal to ny Wy = 1/2ng Wy and computing
the inertia loads over the forward portion of the mll by using a
load factor of 0.65m, applied vertically, together with a hori-
zontal component of 0.50n,e This would result in an unbalanced
bending moment and shear by the rearward portion of the hull.
Since this condition is not likely to be critical for the rearward
portion of the structure, these unbalanced forces and moments

need not be applied to the rear portion for design purposes. Ths
tsimplified! system for the bow loading condition is illustrated

by Fige 25Db.

4, The use of a knrizozrtal component of ¢50m, in the 'simplified:
bow loading condition insures a.dequate forward-acuing inertia
loads for local design.

5. To avoid excessive local shear loads, the water reaction may
be distribtuted over the mll bottom. The area to be used in
determining pressures (for comparison with those specified in
CAR 04.2541.(a)) should be the projected area of the 1l bottom
on a plane which is normal to the resultant water load, and
which intersects the bottom of the keel at a point one-tenth of
the distance from the bow to the step.

«2544 STERN LOADING CONDITION

1. To simplify the computations and to decrease the amount of
work required, the area to be used with the pressures specified
in CAR 04.2541(3) may be taken as the projected area of the hull
bottom on the plane defined in CAM 04.,R542.3.

«2545 SIDE IOADING CONDITION

l. In cases where the specified condition appears to yield un-
reasonable results, altermative procedures may be used, subject
to acceptance by the Administrator.

2. To avoid excessive local shear loads, the water reaction may
be distributed over the mll bottom. The area 1o be used in deter-
mining pressures (for comparison with those specified in CAR 04.2541(2))
should be the projected area of the mill bottom on the plane defined :
in CAM 04.,2542-3, The load to be used in determining pressures
should be ithe vertical component of the resultant load,
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FIG 25a APPLICATION OF BOW LOAD
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FiG .25 SIMPLIFIED BOW LOADING CONDITION
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RIGGING LOADS.

l. The requirements are based on the necesgsity for proportioning wire

sizes so as to prevent an excessive load being produced in any wire while
rigging any other wire. They provide for an average rigging load of 20
percent. This means thet when the meximum allowable ratio of rigging loads
(two to one) exists between two wires, one will be assumed to be rigged to
13.3 percent, the other to 26.7 percent. If a larger ratio were permitted,
such as three to one for instence, there would be a possibility of obtaining
an excessively high rigging load in one wire while rigging the other to a
relabively low porcentage of its rated load,

2. A specific exemple of the application of these principles to an airplene
wing is found in a biplane cellule in which 1ift wires are used for both

front end reer spars, but which has only one landing wire (or peir of wires).
In such a case the landing wire must act as a counter wire for all of the lift
wires. This meens that a relatively high load mst be supplied by the landing
wire to counteract normsl rigging loads in the flying wires. To meet the
requirement as to the meximum allowable ratio of rigging loads it is there-
fore necessary bto use a large landing wire, even though its design load from
the flying conditions is comperatively small. In this example it will also
be noted that the drag truss wires may be loaded by rigging the flying wires.
Obviously, the drag truss wires should be strong enocugh to prevent excessive
rigging loeds from being built up.

FITTINGS,

l. As noted in the requirement a fitting is so defined as to include the
bearing on the comnnected parts. This includes the bearing of bolts on spars.

CASTINGS.

1. The asdditional ultimmste factor of safety for castings is to account for
the reduction in strength due to intermal imperfections and alsc for the
difference between the actuml physical properties of the casting and the
properties of cast test bars. It should be noted that when this factor is
used s the 50% stress reduction specified in ANC-5 for casting materials may
be disregarded. Consideration will be given to reduction in the specified
ultimate factor of safety when suitable means of internal inspections are
used and when, in addition, it can be shown that such means of inspection
will result in the acceptance for use of only those castings having a
definite velue of minimum strength at the critical sections.
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WIRES AT SMALL ANGIES.

1. The requirement is based on the fact that a decrease in the angle, between

a 1lift wire and a spar. will greatly increase the deflection for a given loading.
The formula used is so adjusted as to maintain, approximately, the deflection
which would be obtained for a 30 degree angle between the wire and the spar.

It will be noted that the value of K becomes 1,0 when the angle is 30 degrees,
Since K approaches infinity as the angle approaches zero, it will be found
impractiéal to design wire-braced structures for small angles between the

wires and the members which they support.

CONTROL SURFACE HINGES AND CONTROL SYSTEM JOINIS.

1. It will be noted that it is unnecessary to prove the ultimate strength of
ball and roller bearings if the limit load does not exceed the manufacturer's
non-Brinell rating. If, however, the ultimate factor of safety of the bear-
ing is proved, consideration will be given to the use of a yield factor of
safety of less than 1,0 with respect to the manufacturer's non-Brinell rating
provided that such use is substantiated by tests. :

1. The purpose of the requirement is to provide additiona?.l stren?.gth for
that portion of the wing structure which trensmits the main }andmg gear
reactions to the fuselage. It applies to all parts of the wing affected,
including fittings of & type the failure of which would impeir the strength

of the wing in flight, :
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04.31-4

PROCF COF STRUCTURE.

)00 1. Acceptable methods for computing the sllowsble loads and stresses corres-
ponding to the minimm mechanical properties of various materisls are given
in the Army-Navy=-Commerce Publication ANC-5, “Strength of Aircraft Elements",
obtainable from the Superintendent of Documents, Washington, D.Ca, for 35¢,

D1 COMBINED STRUCTURAL ANALYSIS AND TESTS,

lo The results of losd tests as referred to in the requirement may be
interpreted as the results of tests on similar structures when such tests
are applicebls,

)22 1. Detailed recommendations as to accepbable methods of conducting structural
tests are contained in Inspection Handbook, Chapter VIII, ®"Test Procedure™.

2. Since it is required that the defermination of test loads, the apparatus
used in tests, and the methods of conducting tests shall be satisfactory to
the Administrator, it is strongly recommended that, in the case of structural
tests on al]l major units, the above items be fully covered by a report sub-

mitted to and approved by the Administrator before the actuasl tests sre conducted.
X PROCF OF WINGS
A DETERVMINATION OF SPAR LOADING

l. The following method of determining the rumning load on the spars of a
two-spar, fabric~covered wing has been developed to simplify the calculations
required and to provide for certain features which cennot be accounted for in
a less general method. It will usually be found that certain items are
constant over the span, in which case the computations are congideradbly
gimplified.

2. The net running load on each spar, in pounds per inch run, cen be obtained
from the following equations:

Ir T [{CN (a-f). -~ CM&} q +ns e (j-f)l 1(4}; -

Where yp = net running load on front spar, Ibs//inch°
¥y = net running load on rear spar, lbs /inch.
a, by, £y j, and r are shown on Fig. 26 and are
all expressed as fractions of the chord at the
station in question.

301230 0—41——7
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TABIE IV

COMPUTATION OF NET UNIT LOADINGS (GONSTANTS)
(Ref. caM 04.32-23)

Stations Alo_qg Span

@ =3

10
11
12

13

b-r-f-@-@

Distemce from roct, inches
C'/144 = (chord in inches) /144
f, fraction of chord

r s " L 1]

&, fraction of chord (a.c.)
PR »
e = unit wing wt., 1bs/sq.ft.*
EERONG

2-2-®-Q

r-3=@-0

j-1=@-@

ct/194 1 =(2)/®)

* These values will depend on the amount of disposable

load carried in the wing.
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(Note: the value of "a" must agree with the value on which GM& is
based.)

g = dynamic pressure for the condition being investigated.
Cy and Cma are the airfoil coefficients at the section in question.
¢! is the wing chord, in inches.

e is the average unit weight of the wing, in pounds per square foot, over
the chord at the statiocn in question., It should be computed or estimated
for each ares included between the wing stations investigated, unless
the unit wing weight is substantislly constant, in which case a constant
value may be assumed, By properly correlating the values of e and j,
the effects of local weights, such as fuel tanks and nacelles, can be
directly accounted for. .

n, is the net limit load factor representing the inertia effect of the
whole airplane acting at the CG. The inertias load always aots in a
direction opposite to the net air load. For positively accelsrated
conditions ns will always be negative, and vice versa. Its value
and sign are obtained in the balancing process outlined in CAM 04,218,

3+ The computations required in using the above method are outlined in
Tebles IV and V, in a form which is convenient for making calculations and
for checking, The following modificastions and notes apply to these tables:

f. When the curvature of the wing tip prevents the spars from extending
to the exbtreme tip of the wing, the effect of the tip loads on the
spar can easily be accounted for by extending the spars to the
extreme span as hypothetical members. In such cases the dimension
(£) will becoms negative, as the leading edge will lie behing the
hypothetical front spare.

b. The looal velues of Cy» item14, are determined from the design value
of Cy in accordencs with the proper span distribution curve. Figs l8c
is used for this purpose, together with the value of K, obtained for
this figure, as outlined in CAM 04.217-D.

c. Item 15 provides for a variatlion in the local value of Cye For
Condition I, the value of C, should be determined from the design
value of CP by the following equation, using item numbers from

Tables IV and V: Cﬁa _ x( @_ ¢pr)

d. When conditions with deflected flaps are investigeted, the value of
Gy over the flap portion should be properly modified. For most
ofﬁer conditions Cy will have a constant value over the span.

es It will be noted that the gross running lcads on the wing structure
can be obtained by assuming e to be zero, in which case items 19,
25 and 30 become zero, yp becomes x s ¥y becomes @ x @, and
Vo Decomes @) x(2 :
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TABIE V
COMPUTATION OF NET UNIT LOADINGS (VARIABLES)
(Ref', CAM 04,31-43)
CONDITION w=—m
q cNI(eto) C'c G'n or C.P! gy
| S
Bistance b from root
(Ksfer also to TableIV) '
141 %% = Cr(ete) = Ry/Bs,
15 | Cy (veriation with span)
16 @ x @ |
17 | @9 + |
-] 181@) x ¢
; 19 | n, x x @
Elo|@® +
21| yp =(20) x (3, bs/inch
22 @ x
@ - ©
a. 24 @ x q
‘; 261 np =x x @
Sle6@) + @
27| yp = x (13, 1b4/inch
28 | G; (variation with span)
- 29 x q
IEI B
§ 521|@) + G
22| v, = ) = @, 1vsfinen
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B DETERMINATION OF RUNNING CHORD LOAD

l. * The net chord loading, in pounds per ineh run, can be determined from
the following equaetion:

e = [?C q + Ixo %] C'/iéé

Where y, = running chord load, lbs /&nch
c0 = chord coefficient at each station, The proper
sign should be retaimed throughout the computations.
.= dynamic pressure for the condition being investigated.

nxz = net 1limit chord load factor approximately representing
the inertia effeect of the whole sirplane in the ehord
direction, The value and sign sre obtained in the
balancing process outlined in CaAM 04,218, Note that
when Cp is negative, nxo will be positive.

e and C' are the same as in CAM 04.31-A2,.

2« The computations for obtaining the chord load are outlined in Table V,
Ttems 28 to 32, The following points should be noted:

8. The value of Cu, item 28, can usually be assumed to be constant over
the span. The only variation required is in the case of partial-span
wing flaps or similer devices.

be The relative loecation of the wing spars and drag truss will affect
the drag truss loading produced by the chord and normal sir forces.
This c¢an easily be accounted for by correcting the value of Co as

indiecated in CAM 04,129-42 and Fig. 10.

3. It is of'ten necessary to consider the local loads produced by the propeller
thrust and by the drag of items attached to the wing, The general rules
concerning these items are outlined in CAM 04.217-C. The drag of nacelles
built into the wing is usually so small that it can be safely neglected. The
drag of independent nacelles and that of wing-tip floats can be compubted by
uging a rational drag coefficiert or drag ares in conjunetion with the design
speed. The beam and torsional loads applied to the wing through the mttach-
ment members should alsc be considered in the snalysis. In general, the
offects of nacelles or Tfloats can be separately computed and addsd to the

loads obtained in the design conditions,. :

C DETERMINATION OF RUNNING LOAD AND TORSION AT ELASTIC AXIS

1ls The following method can be used in cases where it is desired to compube
the rumming load along any given axis, together with the unit walue of the
torsion acting about that axis,

2. As shown in Fig. 27, x denctes the location of the refereunce axis,
expressed as a fraction of the chord. The net rumning lomd along the locus
of the points x and the net running torsion about these points are found from
the following equations:
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c!
e iag

©)*
'10,?T 14

|
te———C  inches

ALL VECTORS ARE SHOWN IN POSITIVE SENSE
(REF. CAM 04 .31-A2)

FIG. 26
UNIT SECTION OF A CONVENTIONAL 2-SPAR WING

(REE CAM 04 B1-C2)
FIG. 27
SECTION SHOWING LOCATION OF ELASTIC AXIS

FIGS.26 and 27

2.8
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.= (Cya+mng o) _GC!
144 2
e ={fom (xre) + o] 0+ mp 0 Gee0)] (@)

Where y, is in pounds per inch run.
m, is in inch pounds per inch run.
x is expressed as a fraction of the chord.
Ct is the wing chord, in inches.

The remaining symbols are explained in CAM 04.31-A. (As noted
previously, n, will alweys be negative in positively mccelerated
conditions.)

3. The computations required for this form of analysis can be conveniently
carried out through the use of tables similar to Tebles IV and V. The items
appearing in each table would be changed to correspond to the equations given
in 2 sbove. The computation of the rumning chord load csn be made in the
manner outlined in gaM 04.31-B.

LIFT-TRUSS ANALYSIS

1. dJury struts. In oomputing the compressive strength of 1ift struts which
are braced by a jury strut attached to the wing, it is usually satisfactory
to assume that a pin-ended joint exists at the point of attachment of the
Jury strut. The jury strut itself should be investigated for loads imposed
by the deflection of the main wing structure., An approximste solution based
on relative deflections is satisfactory, except when the jury strut is ocon=
sidered as a point of support in the wing spar analysis, in which case an
acourate anaslysis of the entire structure is necessary,

2. Redundant Wire Bracing, When two or more wires are attached to a common
point on the wing but are not parallel, the following spproximete equations

may be used for determining the load distribubtion between wires, provided
thet the loads so obtained are inereased 26 per cent,

3
P=|_, vﬁ‘l;'ll‘z — B
Vi dyly” + Voidply
3
Py J Vel B
2, ;5 2, . 5
}"'1 Alp” + Vo hply

Where B = beam component of load to be carried at the Joint

P71 = load in wire 1,
Py = load in wire 2,
V1 = vertiecal length component of wire 1,
Vo = vertical length componsnt of wire 2,

A1 and As; represent the areas of the respective wires, and
L; and Ly represent the lengths of the respective wires.

The chord componemts of the air loads on the upper wing and the unbalanced
chord components of the lomsds in the interplane struts and 1ift wires at
their point of attachment to the upper wing should ther be sssumed to be
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carried entirely by the internal drag truss of the upper wing.

3. Indeterminate Wing Cellules. In biplanes which have two complete 1ift
truss and drag truss systems inberconnected by an N strut, a twisting moment
applied to the wing cellule will be resisted in an indeterminate manner, as
each pair of trusses can supply & resisting couple. An exact solutiom involv-
ing the method of least work, or & similar method, can be used to determine
the load distribution. For simplicity, however, it is usually assumed that
the drag trusses resist only the direct chord loads and that all the normal
loads and torsional forces are resisted by the 1ift trusses. This assumption
is usually conservative for the 1lift trusses, but doces not adequately cover
the possible loading conditions for the drag trusses, In the usual biplane
arrengement the lower drag truss will tend to be loamded in a resrward direction
by the wing moment., Design Condition VI ( (AR 04.2136) therefore represents
the most eritical condition for the lower drag truss. This condition should
be investigated by assuming that a relatively large portion (approximately

75 per cent) of the torsional forces about the serodypamic center are resist-
ed by the drapg trusses. In the case of & single-lift-truss biplane, the drag
trusses must, of course, resist the entire moment of the air forces with
respect to the axis of the lift truss.

E WING TORSION TESTS AND DETERMINATION OF COEFFICIENT OF TORSIONAL RIGIDITY Cpp

l. In order to determine the coefficient of torsional rigidity Cpg, it is
nécessary to spply a pure torsional couple near the wing tip and to measure
the resulting angular deflection of the wing at selected intervals along
the semi-spean.

2. Set-up. The wing should be mounted o¢n the fuselage or a suiteble jig,
either of which should be anchored solidly to the floor or wall to prevent
movement or displacement of the wing. The landing geer should be blocked
on the airplene. The torque load may be spplied to the wing tip through
several beams clamped to the wing as near to the tip as is praciical, such
as the outermost dreg truss compression rib location. The platform cables
should be atteched to the torque besms an equsal distance forward and aft
of the elastic axis of the wing. This axis may be located experimentally
by rocking the torque beem and noting the nodal point on the wing chord as
viewed from the tip. Typical seb-ups are shown in Figure 27a. Care should
be teken to see that the strength of the local wing structure at the points
of epplication of the torque loads from the beams is sdequate. For con-
ventional two spar wood wings, it is advisable to epply the load directly to
the spers through wood blocks rather then ettempt to cerry the load through
e rib to the spars. Wings which are to be fabrie covered should be tested
uncovered, unless & certain smount of comservatism is considered in comparing
- the results with Figure 32, in order to simulaete the conditions found in
service.

Scales for reeding the deflections should be suspended from the leading and
trailing edges of the wing (excluding the ailerom T.E.) at intervals of
spproximately 10% of the wing semi-span, snd should preferably be graduated
in the decimel system with gradustions sufficiently fine to obtain resdings
to & hundredth of am inch. The deflection readings can be readily obtained
by the use of a "Wye" level or transit set up at some point that will permit
sighting on all scales. Several additional seasles should be attached to the
fuselage and opposite wing (or jig) to determine if there is any relative
movement of the entire airplane. The level should be checked sgainst a bench
merk on the wall before end after each group of readings.

03=8
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3, Losding. The following procedure may be used:

a. Obtain zero torque reading on all scales, i.e., the two
platforms should be supported so that there will be no
torque couple acting.

b. Add & sufficient emount of weight to each platform until
readable deflections are obtained. In generel, for most
asircraft from 1500 lbs. to 25,000 1bs. gross weight, it
will be found desirsble to meke this first torgque moment
(in.-1bs.) equal numerically to twice the gross weight of
the airplsme. For aircraft below 1500 lbs. gross weight
and biplanes, 70% of the above values may be used as a
first trial. Ceare ghould be taken to include the tare
weightg of the platforms in the torque computations.

c. Teke readings of all scales.

de Add sufficient load to increase the torque by 50% and
take scale readings.

e. Add sufficient load agein to increase the original torque
by 100% and take scale reedings. This last torque should
result in & twist of the wing of from 1.5 to 2.25° at the
wing tip, which is desired in order to obtaln satisfactory
data for computing Cpg.

f+. The datg to be recorded are: +he load applied; its lever
erm; the deflection readings at selected points; and the
exact location of these points both along the span and
elong the chord of the wing. It would be desirable to
use a table such as shown on page .3-11 which would include
all computations necessary for determining Cpp.

4. Interpretetion of results. Having obtained the leading send tailing
edge deflections {F and R in %table Va) or a corresponding set of data,
the angle of twist at each section of the wing for & given torque, or
platform load, is calculated and plotted ageinst the wing semi-span
measured from the wing tip.

Y = Angle of twist in degrees at any section of the wing
o = ten-l (Leading edge defl. (F) + trailing edge defl. (R))
)

{ {c¢) Chord distences between scales
or
9 = 57.3 (F + R) degrees

( ¢C j

Plotting the deflection (F and R) and angle of twist (£) against wing
semi-spen (L) will reveal any ineccuracies in the date end will facilitate
cshecking the results.

The coefficient of torsiomal rigldlty may now be computed, using the
following expression:

+5=10
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TaBLE Va

WING TORSION TEST OF MODEL SERIAL NO.

DATE TORQUE ARM inches

BY LOCATED inehes from wing tip
MOMENTS 1. Wy x ARM =
N

M 2, W2 x ARM =
3. Wy x ARM =

DEFLECTION READINGS OF WING (in.)

Platform soction
1ded A=B CeD E-F G-H I=dJ K=L ETC
(inel.Plag~ _
Torm wt. ) Fromt | Reer | F | R F|R F|R Fl R F|R

{1bs)

Q Fo Re
1. W 1 AL
2. Wo ¥z Rg
“3. W3

= DEFLECITONS OF, WING (4n.)

le M F1Fo] Ri¥e

a TOTAL DEFLSCTION OF WING {in.) =F + R

1. Wy
2. W2
Te Wa

T {C) CHURD DISTANGE BRINEAN DEFLRGTAUN FOINTS, F &nd R (an.)
I L I I T | I

ANGLE OF TWEST OF ] WING {degress) = 57.3 (total defl)
_ i —

1. Wy
"W,

‘8.
Te W3

(L) SEMI.SFAN DISTANCE FROM WING TIF (in.)
1 1 | I } 1 |

dL/sp = 1/TANGENT 70 "e" V5 "L" CURVE AT SECTIONS

Cgg x 1078 = M -:—g‘-, x 10~%

1. W
2. Wg
3. W3
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Cop = MdL M
IR s ?ﬂf_
dL

where

Cog = Coefficient if torsiomal rigidy (1b.int.2), It is equal to the
reciprocal of the torsional deflection per unit length per unit torgue
and is usuelly expressed in values Lo the 1077,

d6- = Angle of twist in degrees, in length 4L {(in inches), caused by =
torque of M inch pounds. Referring to the curve of angle of twist

(®) vs. semi~span (L) shown in Figure 27b, it will be seen that df _ slope
of the tangent drewn to the curve at sny given point. Hence,

it 1s only necessary to drew the required temgent to the curve at the
valus of L at which the Crp is desired and obtain @€ to use in the ebove
formula for Cpp. aL

It is very important thet the tangent line be drewm accurately. This
can best be done by first drewing the reflected curve to the point of
tangency (original curve mey be drawn on trangperent paper and used
reversed or the temgent spotted in directly by use of a smell mirror),
and then by bisecting the resulting angle, as shown in Figure 27b for
& wing section 60 inches from the wing tip. The tangent line should
be extended to both axes so that the slope of the line may he computed
sccurately which in this example is equal to dgp / dLgg-

Crg should be computed for each of the three torque comditions used at

& number of points aslong the wing semi-spsn and plotted against the distance
from the wing tip (L}. This curve will show the veristion of torsional
rigidity throughout the semi-span and may be used for purposes of comparison
with wings similarly tested. See CAM 04,404-2 and Figure 32.

BEANS,.

WOOD SPARS,

l. The allowmble total unit stress in spruce msmbers subjected to combined
bending and coampression is covered in ANC 5, Section 2.41.

MBTAL SPARS ~ GEKERAL.

1. The bending moments and shears.should be computsed by precise formulas
which allow for the effects of the axial loads, Formulas for shear can be
developed by differentiating the formulas for bending moments. The values
of EI used in the compubations should preferably be determined from & test
on 8 section of beam subjected to lomds in the plane of the beam and normal
to its axis. In such tests it is recommended that the beam be simply
supported at the 1ift truss fittings and subjected to egqual concentrated
loads, at or near the third points of the span, of such magnitude that the
maximwn shear and bending moment on the test specimen are in the same ratio
as are the mexzimum primary shears and bending moments on the corresponding
spans of the beam in the airplane. If this is not practicable, the shear
on the test beam should be relatively larger than in the sirplane. The
deflections in the test should be read to the degree of precision necessary
to obtain computed values of EI which are accurate within + 5 . per cent.

] 5""12
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2, TWhen such & test omnnot be made, the value of EI may be computed from

the geometrical properties of the section and the elastic properties of the
material used, but before being used in the formulas for compubting deflections,
shears, or secondary bending moments, this value should be multiplied by a
oorrection factor to allow for shear deformation, play in joints, and lack of
precision in computing the geometrie properties of irregular sections, The

correction fectors recommended are 0,95 for beams having continuous webs
that are integral with the chords, extruded I, and similar beasms; 0.85 for
built-up plate girders having continuous webs connected to the chord by
riveting; 0.75 for beams with webs having lightening holes of such shape
that the beam cmnnot be anmlyzed as a truss.

¢ TRUSS~IYFE METAL SFARS

1. Motal truss spars, in which the axisl ldéad is s0 small that L/ﬁ (or equiva-
lent gymbol as used in the formmlas for computing the stresses in beams sub-
jeoted to combined lomdings) is less then unity, may be analyzed as pin-
jointed structures if the mxes of the members meeting at each joint intersect
at a point. TWhen the exes of the members meeting at any joint do not inter-
seoct at & single point, the figure formed with the axes of the members as its
sides may be called the "eccentricity pattern™ of the joint. In these cases
the sxial lomds in the asctual truss merbers may be assumed to be the same as
those in the members of an equivelent truss with the joints located anywhere
on that side of the eccentricity patiern formed by the sxis of the chord
member, When there is an eccentricity pattern at the end of any truss member,
the leoad on that member applied through that joint may be assumed to be
compozed of an axial load P, computed as described above, and a bending moment
equel to Pe, where e iz the normal distance from the axis of the member to
the most distant corner of the eccentricity pattern. A more rationsl analysis
oen be made by dividing the total eccentric moment (about the true inter-
section of the web members) between the members intersecting at the joint in
proportion to their relative resistance to rotation of the joint.

2. In metal truss spars, for which 1/3 is greater than unity, the bending
moments and shears on the spar should be obtained by the use of the precise
formules. The valuss of EI to be used in these formulas should be obtained
whenever possible from deflection tests of the type deseribed in 04.311-Bl.
When tesbts are not practicable the deflections used for determining EI may

be obtained by the use of any of the standard methods of computing the dew
flections of a truss, the assumed loading being that which would be used in

& test. In compubing these deflections it should be assumed thet there is
from 0,005 to 0,010 inch slip in the Joint mt each end of each web member

of & riveted or bolted truss. No slip need be assumed in welded joints.
TWhether the deflections are obtained by test or are computed, EI values should
be cbtained for at least three points in each span of the truss and the aver-
age used in the precise formulas, When arn exterral load parallel to the axis
of the spar is applied at any section at a point other then the cemtroid of
the chords at that seetion considered as a unit, it should be treated in the
precise formulas as an eguivelent conmbination of an axial loasd at that centroid
and a bending moment.

Zs 'The loads in the chord members at any section should be computed from

F = PAG/A ¥ M/h, where P is the total axiasl load, 4, the area of the chord

under considerstion, A the sum of The areas of the chords without allowance

for rivet holes, M the total bending moment from the precise formulas, and h

0S=14
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the distance between the centroids of the chords, Where the axis of the spar
is not straight between support joints, M should be increased or decreased by
Po, e being the distance on the unlosded truss from the centroid of the chords,
considered as & unit at the section under investigation, to a line Jjoining the
similar ocentroids at the support sections. When full scale tests are not
practicable, the lomds in the web members should be compubed from

F= S/Ein @, where & ig the angle betweern the web member and the axis of

the spar and 8§ is the derivetive of the total bending moment with respect

to x. If the chords are not parallel, S should be corrected by an amount
equal to the shear carried by the chords which sre cut by the same section

as is the web member. Where the chord members change section, the web

members should be designed to carry an additional load the component of

which, parallel to the spar axis, is equal to the part of the total axisl

load P that must be transferred from one chord to the other. Thus, if the
ares of the upper chord changes from Q.6 of the tolal chord area fo G5

of the total chord ares, the sdded load in the web members will be 0.1P/cos 8.
For simplicity, this load may be applied entirely %o the web member adjacent
to the change of section, when such prosedure is conservative for that member.

4, Design of Chord Memberses The column length should be assumed as the center~
line distance between truss joints for bending in the plame of the truss,

using & restraint coefficient of not more than 2.,0. For bending laterally it
should be assumed as the distance between drag struts excapt that:

8. If the ribs have adequate strength to prevent latersl buckling the
distance may be taken as not less than one~half the distance between
drag struts.

be. If the wing covering is metal, suitably stiffened., the bending
laterally may be neglected.

b. Design of Web Members, When there are no sccentricity patterns and the
centrold of the rivet group is on the axis of the member, the column length
may be assumed to be equal to the center line length of the membere The
restraint coeffiecient used will depend on ‘the type of joint employed but
should in no case exceed 2.0. When eccentricity patternsexist or when the
centroid of the rivet group is ecoentric to the axis of a member, such member
should be considersd as an eccertrically loasded columm of length egual %Yo

its true centerline length, the assumsd eccentrieity of the axial load atb
each end being taken as the arithmetical sum of the rivet group eccentricity
drid the distance from the axis of the member to the most distent corner of the
eccoentricity pattern. When a more exact method of analysis is employed, each
member should be analyzed for the proper combination of axisl load and end
moment .

[

THIN-WEB METAL SPARS.

1. Thin-web metal spars may be analyzed in accordance with the theory of flat
plate metal girders, under the assumptlon that disgonal tension fields will
be produced by the shear forces. For information on this subJect see NACA
Technical Note No, 469. The analysis should cover the attachment of the web
to the flanges,

STRESSED-SKIN WINGS.

l. Plywood Covered Wings. Wings that are completely covered with plywood
may be designed under the following assumptions:

2R
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a. The covering will carry the shear due to the chord components of
the external loeds, provided that sultable coumpression members
are installed between the spars, and that cut-outs are properly
reenforced. The axial loads in the spars due to chord loads
should not be neglected in the spar analysis.

be. If the loads .on the spars are computed by means of econventional
methods, without reference to the elastic characteristica of the
entire structure, it may be assumed that plywood eovering, if
rigidly attached to the spars and ribs throughout their entire
length, will oarry 10 per cent of the moments of the wing due to
the beam components of the air loads. The spars should be designed
to carry at least 90 per cent of these moments. When such covering
is removable or conbains large openings or other disconbtinuities
between the spars on either surfage of the wing, proper reduction in
_assuned strength of the covering adjacent to such opening should be
mede. No reduction should be made in the shear loads to be carried
by the spars.

2, MetalmCovered Wings. Because of the lack of uniformity in the types of
metalw-covered wings in general use, it is recommended that extensive static
testing be employed either in lieu of, or in conjunetion with, stress
anglysis methods., In many cases a proof test to the specified limit load

is the only method by which the behavior of the metal covering can be deter-
mined. The following points should be considered in investigating the
strength of metal covered wings:

8. Methods of analysis involving the use of the elastic axis of the
wing are amcceptable if the position of the elastic axis is deflnitely
known. Tt is usually advisable to eliminabte any uncertainty in this
respect by assuming different positions for the elastic axis, thereby
covering a range in which it is certain to lie.

be. Analyses of skin-siressed wings involving the strength of sheet and
gstiffener combinstions, or the strength of thin-web girders, should
‘be supplemented by data on at least one static test of a representa-
tive panel in which the design conditions are closely simulated.
Such & panel should be relatively large in order to sccount for the
interaction of wvarious parts of the structurs.

#3110  SECONDARY BENDING

1, In the design of wing spars and other members subjected to combined axial
and transverse loading the effects of secondary bending cen be accounted for
by the "precise® equations based on the equation of the elastic axis. Im
order to maintain the required factor of safety, it is neeessary to base such
computations on ultimate loads, rather than on the limit loads. -

«5111  LATERAL BUCKLING.

l. PFor conventiomal wings, the strength of the beams against lateral buekling
mey be determined by considering the sum of ths axial lomds in both spars %o be _
resisted by the spars acting together. The total allowable columm strength of
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both spars is the sum of the column streagths of esch spar acting as & pin-

ended columm the length of a drag bay. Fabric wing covering may be assumed

to increase the total allowsble column strength, as above delermined, by

50 per cent, When further stiffened by plywood or metal leading edge cover-
ing extending over both surfaces forward of the front spar a total increase

in allowable column strength of 200 per cent may be assumed,

313 RIBS
A TEST REQUIREMERTS.

1. The rib tests requiredshould st least cover the positive high angle of
attack condition (Condition I) and a medium mngle of attack condition. The
total load to be carried by each rib should equal 125 per cent of the ultimate
loed over the ares supported by the rib. For the medium angle of attack
condition, the load factorshould be taken as the average of the ultimate

load factors for conditions I and I1IT.

2., The leading edge portion of the rib may be very severly loaded in
conditions II and IV. An investigation of the maximum down loads on this
portion should be made when V, exceeds 200 mph. (Ses cpM 04.217-B2). When
this requirement does not spply, it shouldbe demonstrated that the rib
structure ahead of the front spar is strong enough to withstand its portion
of the test load acting in the reverse direction. A test for this condition
will be required in the case of a rib which appears to be weak.

3, No less than two ribs should be tested in either loading condition. For
tapered wings a sufficient number of ribs should be tesbed to show that all
ribs are satisfactory.

B TEST LOADINGS.

1., The following loadings are acceptable for two-spar construetion when the
rib forms @ complete truss between the leading and trailing edges. (See
CAM 04.217-Bl for other cases.)

a. Por the high angle of attack condition ribs having a chord length
greater than 60 inches should be subjected to 16 squal loads so
_arranged as to be applied at 1.0, 3.0, 5.0, 7.3, 9.9, 12.9, 18.2,

19,9 2401, 2849, 3442, 4044, 47,5, 56,5, 72.0 and S0 per cent of
the ehord. The sum of these loads should equal the total load
carried by the rib, computed as specified in CAM 04.313-Al. For
ribs having a chord of less than 60 inches, 8 equal loads mmy be
used, their arrangement being such as to produce shears and moments
of the same magnitude as would be produced by the application of 16
equal loads at the locations specified above.

b. For the medium angle of attack condition 16 equal loads should be
used on ribs of chord greater than 60 inches, 8 equal loads for
chords less than 60 inches. In either case the total load shall be
computed as specified in CAM 04,313-Al. When 16 loads are used, they
shall be applied at 8,34, 15,22, 19.74, 23,36, 26.60, 29,86, 33.28,
36,90, 40,72, 44,76, 49,22, 54,08, 59,50, 65,80, 73.54 and 85.70
per cent of the chord. When 8 loads are used they shall be so
arranged as to give comparable results.

301230 0—41——=8
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2, When the lacing cord for attaching th ;
- g the fabric passes entirel
the rib, all of the load should be applied on the bottom chord? y around

3: Then the t':c?ering_ic_s to be attached separately to the two chords of the
rib, the loading specified in paragraph 1 of this section should be modified
s;d tl;g.‘b approximatei.y 78 per cent of the ultimate load is on the top chord
a per cent on the bobttom, the total load bein

N iiate 5 oo » eing 125 per cent of the

32 PROCF OF TAIL AND CONTROL SURFACES.

1., In analyzing movable control surfaces supported at i i
cars should be taken in the use of the “thregfmoment“ et:z:z;-zi.hlﬁagi);:::?
t}}g assumption that the points of support lie in a straight line will givé ’
misleading results. When possible, the effects of the deflection of the
points of support should be approximated in the analysis,

521 l.: The effeets of initial rigging loads on the final internal loads are
dzi’fic_zult to predict, but in certain cases may be serious enough to warrant
some investigation. In this connection, methods based on least work or
deflection theory offer the only exaet solution, Approximate methods, how-
ever, are satisfactory if based on rational assumptions. As an example, if
a certain counter wire will not become slack before the ultimate load is
reached, the analysis can be condusted by assuming that the wire is roplaced
by & foree acting in addition to the external air forces. The residual load
from the counter-wire can be assumed to be a certain percentage of the rated
load and will of course be less than the initial rigging load.

+D23 VIBRATION TESTS

1. The required vibration tests may bé made by shaking the various umits

of the airplans by mesns of an unbalsnced rotating weight driven through

e flexible shaft at gpeeds which caen be controlled and measured, or by

other acceptable methods. These tests should be mede on e complete sirplane.
The frequencies obtained for the various units should be erntered in Form
ACA=719 - Flutter Comtrol Data. (A reproduction of this form to approximately
1/2 scale is shown as Table Vb on the following page.) Copies of this form
nay be obteined from the offices mentioned in paragraph 2 below.

2. Vibration equipment is available at the Civil Aeronautics Administretion
offices et LeGuardis Field, Long Island; Kemsas City, Missouri, and Santa
Monica, Californis, Losn of this equipment mey be obtained by contacting the
Regional Menager. It is especielly important that the menufacturer pay
partioular attention to the instructions furnished with the above vibration
equipment, in order that setisfactory results may be obtained. However, the
menufecturer may use other types of vibration equipment, inwhich case a
report should be submitted containing a complete deseription of the equipment
and sufficient test data to substentiate its accuracy. When a resilient
element such as a spring or rubber bell is incorporated in the driving wnit
of the vibrator, its stiffness should be low relative to the stiffness of
the surface being vibrated, in order to avoid misleading results. If the
menufacturer desires, arrengements can be made to obtain experienced Civil
Aeronsutics Administration persommel to supervise the operation of the

vibration equipment.

¢ 5m18
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8. Attitude of Adreraft. All of the vibration tests s Wwith the
exception of the fuselage vertical bending and possibly the
fuselage side bending tests, can be conducted with the airplane
tail wheel (or skid) resting on the grourd, providing that the
mtural frequencies of the various units may be correctly
recognized with the airplane in this position. Tt &s been
found desirable, in some cases, to deflate the landing gear tires
(and tail wheel tire, if used) approximetely 25%, in order to
lower the natural frequency of the tires beleow the frequency
range expected for the structure. If difficulty is experienced
in recognizing the significant frequencies with the tail whesl
{or s}id) on the ground, it should be raised just free from the
ground, either by a sling arcund the fuselage located as far
fgrward as is practical, or by blocking up in the region of the
wings., The latter procedure may be preferable for the fuselace
vertical and side bending modes. N

4, Tocation of Vibrator on the Structure.

a. The proper location of the vibrator on the structure
is important in obtaining satisfactory resulis.
Suggested vibrator locations for exciting various
modes of vibration are given in Fig. 28 .

be The effect of the vibrator weight on the freguency of
the structure may be appreciable especislly for the
control surfaces, The lightest weight vibrator giving
satisfactory results should be useds In gemeral,
vibrators weighing up to 10% of the weight of the sur-
face to which they are abttached may be used withoud
correcting the observed frequencies, unless the
vibrator distance from the hinge Yine is such as to
create a much larger relative effect upon the moment
of inertia of the surface, However, approximate fre-
quency corrections can be made by adding several small
increments of weight near the vibrator at the same arm
from the hinge line as the vibrator, and pletiing the
resulting total increment weights (including vibrator
weight) against the frequencies observed. Extrapclating
this curve to zero weight should give the corrected
freguency.

¢« In general, the following points should be considered
in the attachment of any type of vibrator to a structure.

(1) The location is of primery importance and should
be at a point of large deflection., See Fig. 28

(2) The vibrator should be so mounted tihat its line
of force will be in the most advantageous direction
to excite the vibration mode desired.,

(3) It is desirable to attach the vibrator to a part
of the structure that is fairly rigid such as the
wing spar, control surface ribs, etc.

(4) The loeal structure to which the vibrator is attached
should lave adequate strength for the loads imposed
by the vibrator.

0520
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VIBRATION MODES AND VIBRATOR L.OCATION

{IN CEMERAL ‘OKLY A FRACTION OF Iif MODES LISTED WILL 35 HEPLIGASER 10 KEY ONE ATAPLANE)

TTRY | SURFACE HODE UESCRIPTION OF MMTE ARD TTRN | SURFACE HOpE DESCRIPTION OF MIDE AND
SUGGESTED VIERATOR LOCATION SJGOESTED VIBRAIOR LOCATION
1 Rudder (4o & Ruddor swinging back sug forth, under 18 Fuselege | Side Whale t#ll nidt vibrating in sids dlreetioen
(sTngle} Unit) the spring notlon of the oontrol erbles. Bending | about verticel sxis through fuselags for-
(Vibrator aft of horn on rudder T.E.) ward of tail unit. Ususlly riat only
o large airplenos. (Vibrator at tsdl end
of mam..f
2 Rudder Doraion} Torsioml wirstion of the rwdder, under
Ble) the apring sotion of the torque tubde
{Bodal }ine extends from tralling edge to 19 Fuselngk Yartioall Semo ae Ltém 18 above, sxeopt vibrating
torque twbo.) (Vibrator meer upper fud on Bending [im verticsl direaticm sbout horlzontel
rudder T.E.) sxis though fusolage. Only ant in
very large miroraft hewing fuselsge cubouba
] Rudders Sym. Sano as Ltem 1 shovs, exaept both rudders in top mpd bottom eiden. |(Vibrator at toil
{Trln Tail, eringing inwkrd (or outwerd) at eeme time. aud of funslsge.)
{¥ibrator aft of horn on rudder T.B.)
20 Stubilizer| Sym. Stebilirer homding #s & beex supported st
4 Ruddera Unsym. | Sews ap item 1 above, exoept both rudders Benéing |1ts midpoiznt (fuselnge). Umally only
{Trein Todl moving to right {or left) together. important in oantllever teil surfacst dedlgna.
{¥ibroter aft of born e rudder T.E.) If wire or strut braced with smsll +ip
ovorhmng, the mode of vibratlom may 4ot b
such 4 to permit imtermoticn with the
5 Ruddae s Toraion| Same as Ltom 2 showe. slevator, (Vibrator nesr cuthoard emd of
(i Tail stebilizer.)
[ Elevater | Sym. Both slevators meinging up or down to- 2l Btabilizer . Torsional wibretica of the stsbilizer.
— gether undor the spring sokion of the = Torsler |Similar to itew 13, for the wing. Usually
sontrol, eables [or push pull tubes) anly important for osntilever aod twin tail
(vibretor st inner omd of oue slevator atroraft. {Vibratar neer outer cnd of
T.E. or aft of horn on sinpls olavetor.) atabilizer at LiBa)
1 Blevator | Unsym. | Ome elevator (or 1/2 of single slovator) 2z stabilizer Uneym. |Torstomel witratien of bebiliser. Similar
- moving up, other down ab sime time vmder Topaion | to item 14 for the wing. Hodal lime at §
apr aotion of torque tubs, (Hodsl of stebilizer (fuselagse). (Vibrator at
lins plane of surface, aft leading edge of stabilizor or et trelling
from poizt moar sasber of slsvator spar.) odge of dlevetor. Elevator slamped to
{¥lbrator at centsr of send-span nér T.E.) atabilizer.)
8 Adlaren sym. Rach nilezon as & unlt mwinglng up mod
— . down togother, under the spring actlon of 23 gtabilizer| Roclking |Ses item 17 alme. Stobilizer aa & wait
tho control oebles (or .puah pull tubes). ehout 1ta|rocking sbout its fugslege sttachments.
{Vibrator betresn cextar and imer snd a% fuselegs |Oeually only importumt for twin tall sir-
aileren T.E.) attaghe - [ormft. (Vibretor on fin or cutbomrd end of
méata gtebillzer on twin 41l airosaft, or nesar
outbosrd end of gtabilizer - slevator
s | Mlorom | UuoyW. | Ons sileron ms a unit moving up, other hinge line ou single tadl mivorafb.)
domn at gume time, under spring sotiom of
sontrol oables. (Vibrwbor ait of horn at
aileron T.E,) “ Bondizg |Fin bending as & bean fized at ome eud,
dingle Umally coly importext in swatilever tail
+tall} mrface dosigna, {Vibrator neer upper snd
10 Adleron Torsion| Torsicnel wibration of alleron, under the oI £4n mear rudder hinge lins.)
~ apring sotlon of the torgue tube (Fodel
line oxtends from trailing adgo to torque
tube.) {Vibretor near outer emd nt ailoron 26 Fin Toralon |Torsionsl vibration of the fin. Similer o
T.E.) (EXigle item P1 for the stabllizer. (Vibrator on
+all} fin L.E. ater upper end.)
11 Hing 8ym. Wing bonding #m & benm supported at its
Bending | mldpodnt {fuselags}, or az & braocd bowm
muipported at the brase polnts,. {Tibrator 28 Pin Baading 1Fin ceoding es & bean fixed ot lts sthash-
near wing tip approximstely on elastic (#vin Tesl| (Sym. meat to stabiliger. (TVibrator mewr upper,
axio of wing.) only} | with ve- |or Llower, end of fiu mawr elsstic axia of
spect to |#in.) (Upper end lower portions mey hevo
tttoohing|difrerent froquencien.}
2 Wing Unsym. | Same a4 dtem 11 sbove, excoph that right fin to
Bauding| wnd isft helves of the wing move in oppo= stabillizer
alte directions at tho same time, Tsually
only important in large multl-éngine alr- .
oraft. (Vibrator near wing tlp epproxis 27 Fln Bendivg [Fin bending oa & beam fixed at its nttwch
mately on elagtic Bxtn of wing.) . (Twiz Tail |(Unoym., |meut to ntabilizer.
caly) prith ro=
apest to
13 Hing 8yt Torsional vibretlon of the wing sbout a i
Torpisn | apsmwiae axis. Hight and left halves of o £in to
the wing move in same direction sbout stabilizer)
4hiy aeis mt the seme time, (Vibrater
menr wing tip, forwerd or aft of elaztlc
arig of .-,1_“5_5 28 Flap Terslon |Torsionsl vibrstlon of eutbosrd end of flmp.
Similar to itew A0 above. Assuming irre-
varsibls control srm used. (Vibrator neer
14 Wing Unsyn, | Samo ns 13 nbove, sxoeph right mad left utboard oad of flep on TWE.) Only impore
Torsicm| halves of the #iag move in cpposite tant mhen fiep extends outboArd en wing
direotiong shout o spamrise sxis b the [oeyond 50K sami-span location.
seme time. (Vibrator mear wing tip,
formard or aft of olastic axis of wing.)
28 Tabp Note1 Effect of vibretor welght on {ab fre-
(Fudder quency shenld be investigated when
15 Doliwlo | Game ws item 15 sbove, eagept oemter of jadleran vibrator is attachod directly o
Plame | Eyme rotetion may be loswid betmesn upper Elavstor ) tab.
only) Torslon | Bnd lowsr wings. (Vidrator eoting in
chordmine dirsstiom at uppor wing ouf
Seer intorplane strus stisshoent:) tor 0 | mm Torsion [Torslonel vibration of the tab under the
ar spring actlos of the torgue tube. Y¥ode on
Belence T.E.  (Vibretor on tab mesr ono ond.)
6 | W Callulo | Baro an itam lé wbave, #xosps oenter of Teks
piane Uneym, rotnticn ney be loocted between uppor and
only) Torsicn lowor wings. (Vibrator sotlng in chard-
wige diractlion et uppar wing outer resr 3 Servo Syma Tab &2 & wnsit minging beak and forth under
uberplane strut attechment.) Xoba [the spring ection of the ocoutrol oables.
(Vibrator on sdjecent ten mupporting §iruc-
. ture, or on teb itself.) :
17 Fusolago Torsiom Whole tail undt and fusalags vibrat
torsionally sbout longitudinel axis. |Seo
oo .i“'“) (Titratar on fin or sbabiic 2 | serve Torslen [Semo #s Ltem 10 sbova. (Vibrator on tab
iger » on hings ldne, st tip of surfece.) b [aear oze oxd.
55 | Bolomos Bemding [Support bending aa w beam (fixed at ome end)
s Lokt 8 of ir yarious plansg depending om the rigidity.
or v mpport Pest importent direetiona are wrtloal end
=ole aideways with relation t¢ the alrplane
BurfRoos ~ loenteriins. (Tibrator noar balance wolght
mounted on aupport «
lonpg sup-
. porta

FIG.28
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5., Testing. A certain amount of experience is necessary in
recognizing the various modes and resonant frequencies. In
conducting the tests, the vibrator should be placed on the
structure as suggested and then operated at increasing speeds
wntil a response peak is reached (the amplitude of vibrationm
of the structure is appreciably grester than at slightly
higher or lower speeds, thus indicating a resonant condition).

6. During the vibration tests involving the control system,
the controls should be restrained by an assistant to simulate
the condition in flight, When the control svstem incorporates
dampers or power boosters, their effect on the frequencies
should be considered., It is important that cable control
systems be rigged to their proper tension. In general it
will be fourd that cable conbrol systems will have 3 larger
resonant freguency response range than a2 more rigid sysiem,
such as one incorporating push pull tubes with close fitting
joints. In the former case, when an umusually large range is
encountered, it is desirable to record the frequencies at both
ends of the response range. In most cases it is satisfactory
t0 note only the mean frequency value for the particular mode,

7. It should be noted that it may be possible to excite a
certain mode in more than one way. For instance, the fuselage
torsional freguency may be excited in the fin bending test and
conversely the fin bending frequency may be execited in the
fuselage torsion test. Cases of this type will serve as cross
checks on each other,

The phase relationship of wibrating parts may be determined
by the method shown in Fig. 288 as applied to the per-
ticular case of the elevators. The metal plates A and B,
attached to the trailing edges of the elevators and intercon-
nected with a wire, are necessary only in the case of fabric
covered surfaces or surfaces which have a poor electrical
interconnection. When the parts are vibrating the phase re-
lationship may be determined by manually holding the leads
€ and D close to the surfaces so that intemittent contact is
nade during each cycle, If the light flashes or clicks are
heard in the headphones at regilar intervals (with the contacts
in the same side; i.e., upper or lower}, the surfaces are
vibrating in phase, whereas, if the light does not flash, or
no click is heard in the headphones, the surfaces are out of
pse, This should be verified by reversing one contact, for
example, putting contact D on the upper side.

The location of the nodes of the varicus forms of vibration
should be established by the tests. In many cases the location
of the nodes is self-evident, or can be determined by visual
observstion or by "feel®, Determination of the nodes by the
foregoing methods is generally satisfactory for most modes of
vibration. If the torsional axis of vibration of the fuselage
(or the nodes for other modes of vibration) cannot be defi-
nitely established by the above methods, a more detailed pro-
cedure, involving measurements of the amplitudes of vibration
at various points, shalld be employed.

¢3—22
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INTERCONNECTING WIR

PLATE A PLATS

CONTACT €/

MLE!F m_‘;wr
OR HEADPHONES
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REF--cAM (04.323-1.

LT,

FIG. 281 TEST SET-UP FOR
DETERMINATION OF PHASE
RELATIONSHIP.
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8. A number of frequency trend curves are shown in Figure 28b. These will
be expanded as more data become available. The wing snd stebilizer data
shown on this figure were obtained on unbraced surfaces. It should be
sppreciated that these trends are approximate and can serve as a rough guide
orly. Meny factors, such ag the type of construction involved, etec., will
heve & marked influence on the actuasl velues which will be obtained for any
perticular desgign,

9. Fig. 28 gives a detailed description of the possible modes thet mey be
observed during the tests snd includes suggested vibrator locations for

each mode. In general, only a frection of the modes listed will be appliceble
to 8By ome airplane,.

FROOF OF CONTROL SYSTENS.

l. In some cases involving special leverage or gearing arrangements, the-
criticel loading on the control system may not occur when the surface is fully
deflected. For example, in the case of wing flaps the most eritical load on
the control system may be that corresponding to a relatively small flap dis-
placement even after proper allowance is made for the change in hinge moment.
This condition will oceur when the mechanical advantage of the system becomes
smell at small flap deflections,.

2. An investigation of the strength of & control system includes that of the
various fittings and brackets used for support. In particular, the rigidity
of the supporting structure is important especially in aileron, wingflap, and
tab econtrol systems.

PROOF OF LANDING GEAR.

l. The landing conditions tabulated in Pigs., 24 and 25 are chosen so as to
cover the various possible types of landings with a minimum amount of investi-
gation, It will usually be found that each different condition is eritieal
for ¢certalin different members. If the design is such that it is obvious that
a cerbain condition eannot be eritical for any member, such & condition need
not be investigated. It will probsbly be necessary, however, to determine the
loads acting on the fuselage In all conditions, for use in the fuselage ana-
lysis,

2, In order to simplify the prdcedure used in apalyzing landing gear ang
float bracing it is recommended that the following conventions be used:

2. The basic reference axes are designated by V (positive upward},
D, (positive rearward) and H (positive outward). (For side landing
conditions H will be positive oubtward only with respeet to one side.

b, Tension leoads are positive, compression loads negative.

ce Moments are represented by veetors according to the “right hand"™ rule.

de The basic aexes also represent positive moment vestors, each axis
being the axis of rotation for the corresponding moment. (Note that
changing the sign of a moment reverses theé direction of the vector.)

s In writing the eguations of equilibriuvm, 211 forees are initielly
assumed to be tension, i.e., positive. The true nature of the forces
will be indicated by the =ign of the vector obtaired in the final
solution,

fo Moments can be combined vectorially in exzactly the same manner as
forces and can also be solved for by the same methods.

324
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A

ENERGY ABSORPTION TESIS.
GENEEAL.

1. As stated in CAR 04.440 the shock-sbsorbing system must so limit the
acceleration in specified drop tests (CAR 04.2411 end CAR 04.2420) that
the ultimete loed used in the design of any member is not exceeded. In
general this is interpreted to mesn that the mcceleration recorded in drop
tests should not exceed the ultimate load factor for the condition being
tested. In infrequemnt cases the ultimate load factor is exceeded in a
drop test but, due to mergins of safety, the uitimate strength of any
member 1s not exceeded. In such cases the true mergins should be listed
in the enalysis. Drop tests alone from the required height are not acceptable
as proof of strength. Any yielding of structurel components in drop tests
will be subject to review and further considsration.

2. Mony cases arise which involve approval of s higher gross weight, the
necessary greeter height of drop, ahd/or the use of different tires from
those used in the original dop test. In same such cases it may be possible
to demonstrate compliance with the requirements without an additional drop
test. In general, however, time and expense will be saved if' such changes
are anticipated and substantiated at the time of the original drop test.

3. In the drop test it is acoepteble to allow for the effect of wing 1ift
present in the landing maneuver only when such effect is substantiated,
i.0.. wher g compietely rational analysis of the problem is made.

MATIN GEAR TESTS - FIRST METHOD

1. The Pirst method of besting involves dropping the fuselape or
equivalent structure with the complete landing gear attached. 4
besm with the proper location of landing gear fittingsmay be con-
gidered as equivelent structure. Tests should be made for either
the three-point or level landing condition, whichever is criticel
with respect to enerpgy sbsorption, i.e., whichever (in the case of
conventional gear) inyolves a smaller component of wheel travel
(relative Ho the airplane) in the direction of the resultent exter-
nal force. See E below for considerations in the case of nose wheel
type gear. However, tests should also be made for the other condi-
tion if it imvolves higher bending loads in the shock absorber than
does the critical conditiom.

2. For the three-point landing test the reer end of the fuselage is
held in place on the floor as shown in Pig. 29. For the level land-
ing test the rear end of the fuselage is reised until the center of
gravity of the loaded airplane is vertically above the wheel axles,
or until the fuselsge is inclined at s nose-down angle of 14 degrees,
whichever is reached first. The rear end of the fuselage is then
held in this position, as shown in Fig. 29. Care should be taken,
perticularly in the level landing drop test, to restrain the rear
end of the fuselage from rising as a result of the impact. When the
airplane is in position far the drop it is advisable to place sand bags
under the structurs near the CG to mirimize the damege in case of
failure.

05m2 6
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ARRANGEMENT [FOR
THREE POINT DROP

ARRANGEMENT FOR
LEVEL LANDING DROP

Height & Drop % \1

(Ref. CAM 04.340-B)

FIG.29 SET-UP FOR LANDING GEAR DROP TEST
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3. The accelerations should be obtained by use of a recording ac-
coelerometer, a space~time recorder, or other sultable means attached
or connected as close te the CG as possible. The NACA hes a mumber
of accelercmeters which are approved for this purpose and will lend
them to manufacturers on request. In this connection it should be
noted that when accelerometers ere used they should have & very short
natural period, i.e.s 1/20 second or less. In gensral the use of =
recording device in which & mass travels an apprecisble distance will
be questioned.

4. The followlng progedure should be observed in condueting the tests:

a. For tests in the level landing attitude the weight on the main
wheels should be the full gross weight of the airplane. XNote
that this does not require that additional weight be used %o
duplicats the stress analysis resultant load which includes the
vortical and aft comporments. In the three-peoint attitude the
weight on the main wheels should be the static reaction for this
attitude with the full gross weight at its most forward €G
locatien.

b. The tire pressure should be the same as that recommended by the
Tire and Rim Association for use in service. Likewise the
proper fluid, fluid level and air pressure (if any) of the shock
sbsorber shoula be used.

c. A& hoisting sling with a quick-release mechanism is attached
to the fuselage near the center of gravity. By means of this
hoist the front end of the struecture is raised until the tires
are clear of the floor by the desired amount. When using the
tape type space~time recorder it is desirable to merk the
Pstatic™ and "clear™ positions on the tape.

d. The floor, or a steel plate placed under the tires, may be
greased if desired to prevent the tires from rolling off the
rims if there is appreciable side movement of the whesls.

e. The quick-release is operatsd, sllowing the structure to drop
freely.

5. It is advisable fat the drop height be inoreased by increments from
some low value until the height specified in (AR 04.2411 is attained
so that unsatisfactory charmcteristics can be detected before the gear
is overstressed. Note that the specified height is messured from the
bottan of the tire to the ground, with the landing pear extended to its
extreme unloaded position.,

6. The final test should be witmessed by & representative of th? .
Administretor. The menufacturert's report should include, in addition
to other date (see CAM 04 .,032-4), the accelerometer records'or exact
copies of them, with the megnitude of the meximum scceleration o
determined snd marked therson. A record of the meximum Tire deflection

should alsc be given.

95-28
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C MAIN GEAR TESTS - SECOND METHOD

1. The second method of testing involves dropping the shock absorption
unit, including wheel and tire sssembly, in a special Yest rig. When
using this method it is strongly recommended that the actusl linkage
ratios (wheel travel to shock absorber travel) be duplicated, and that
bending in the shock sbsorber member (if present in service) be simulated
in the test. When this is impracticeble it will be acceptable to use the
"in 1line™ method (wheel, shock-gbsorber and load in line) outlined below
provided that the following points are observed:

8. Prior to final tests the propesed test procedure should be zub-
mitted to the Administrator for ruling as to its acceptability.

b, Drops should be made from several different heights in order
to establish the trend in sccelerations.

ce The Min line® method is hot recommeided when the walues of K
(see 28 below) exceeds 1.75. :

do A margin between the developed acceleration and the ultimate
load factor, proportional to the degree of bending present in
service and the pertinent valus of E, should be shown.

2. The following procedure should be observed in setting up for
"in line™ drop test;

a8, Determine the value of K (ratic of the static load on the strut
to the static load on the tire) for the eritiocal condition being
simulated in the test (See B sbove and E below for considerations
involved).

h. TUse a test weight equal to K times the static load on the tire.
Of this best weight, the "unsprung™ or "semi~sprung®™ portion of
the jig weight, i.e., that portion of the jig weight which moves
vith the wheel, should be held to the minimum practicsble.

c. Replace the original tire with a +tire having a load deflection
curve each ordinate {load) of whick is K times the originml
value and each abséisse {deflection) of which is approximately
1/K times the original wvelue, the original values being those
for the tire actually used. In addition, the maximum deflection
of the test tire should be limited to l/K times the meximum de-
fleetion of the original tire. It may be possible to cbtain the
above characteristies by changing the inflation pressure of the
original tire and by using stops.

d. The height of free drop shouléd be 1/K times the-height specified.

e. The foregoing adjustments are necessary in order to reduce to =
minimum the errors in Impact energy. piston wvelocity, and shock
strut load. Note that such errors increase with an increase in
the value of K.
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TESTS OF TAIL WHEELS AND TAIL SEIDS.

l. Tests for the energy ebsorption capacity of the tail wheel assenbly
may be made in & menner similar to that used for testing a complete main
geer assembly (See CAM 04.340~B), except that the tests need be made only
for the three-point condition. The test load may be obtained by loading
the fuselage or by concentreting the required mass over the tail wheel,

2. ™n conducting these tests the front wheels rest on the floor while

the tail is raised the required distence (See CAR 04.2411) and dropped.

The accelercmeter or space-time recorder tape is attached to the structure
at a point over the wheel. Drop tests of complete mssemblies, or "in-line®
drops made in test rigs (See CAM 04.34-C), are equally scceptable.

3. Tests for the energy absorption eapacity of tsil skids should be con-
ducted in a meanrer similar to that owtlined sbove for tail wheels .

IESTS OF NOSE-WEEEL TYPE GEAR

l. TIn general, the tests of main wheel and nose wheel installations
uey be made in accordance with the methods oubtlined in A to C sbove.
The tests of each installation should be made for the most critieal
(most unfavorable with respect to shock absorption) of the conditions
outlined in CAM 04.240-2a through 2e. Each of these conditions is as-
sumed to be produced by the free drop from the height specified in
CAR ©4.2411. In determining the e¢riticel conditions, consideration
should be given to the value of the component of wheel travel (relative
to the airplare) in the direction of the resultant externsl force and
also to the magnitude of this foree. In general, the highel the force
and the smaller the travel, the more critical the condition. In cases
where question arises ss to the appliesbility of the design conditions
used it is advisable to conduct sctual landirg and taxiing tests with
one or more accelerometers instelled in the airplane.

2. In all cases the proposed test procedure, together with deteils of

the instellation, should be submitied to the Administrator for comment prior
to the btests.

TESTS AT PROVISIONAL WeIGHT

1. TVhen advantage is taken of the provisions of CAR 04.711 in designe
irg the landing gear only for the standard weight, it is necessary to
show that the airplane is capable of safely withstanding the ground

shock lcads incident to taxiing and taking-off at the provisional weight,
This can be demonstrated by showing that the mccelerstions developed in
taxiing and teking-off over rough ground (off rumway)asre such that the
limit load for any landing gear member is not exceeded. The accelerations
developed in these tests should be obtained by means of a reccrding anc-
celercmeter. :

03=30
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PROOF OF FUSELAGES AND ENGINE MOUNTS
GENERAL

1. In addition to determining the loads in the main structursl members
of a fuselage, the local loads imposed by the internal weights which
they support should not be overlooked. This epplies particularly to
members which serve both as a critical portion of the primary structure
and as & means of support for some item of apprecisble weight. Also,
whenever critical, conmtrol system loads which occur in the specific
flight or lending conditions should be combirned with the primary "loads.
- The combined stresses should be determined in such cases.

STRESS ANAIYSIS PROCEDURE

l. Weight Distribution., All major items of weight affecting the fuselage
should be so distributed to convenient panel points that the true center

of gravity of the fuselage and its combtents is mmintained. A suitable ver-
tical division of losmds should be ineluded. The following rules should

be followed in computing the panel point loads for conventiovnal air-
planes:

a. The waight of an item located between two adjacent panel
points of the side trusses should be divided between those
panel points in inverse proportion to the distance from
ther to the center of gravity of the item.

b. The weight of an item to the rear of the tail post or for-
ward of the front structure should be represented in the
table by a load and a horizontal couple at the tail post or
front frame, as the case may be.

¢. The weight of an item supported at three or more panel points
should be divided between those points by the eid of an in-
vestigation and analysis of the method of support, if prac-
ticable, When a rational amalysis is not possible, the divie
sion may be estimated.

d. In 8ll cases the moment of the partial panel loads due o any
item about an origin nesr the nose of the fuselage should be
equal ‘to the moment of the item about thaet crigin.

e. All loads may be assumed to lis in the plane of symmstry and
to be divided equally between the two vertical trusses of the
fuselage.

2. Balancing (Symmetriecal Conditions). Methods of balancing the air-
plane are discussed in CAM 04,218, It will, in general, be satisfac-
tory to apply directly the balancing loads found in the various flight
conditions. The acceleration factor applied to emch item of mass in
the fuselage will be the net acceleration factor as determined from the

Iz ey
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balancing ecomputations. The basic inertia forece on any item will be
parallel to the resultant exbernal applied force amd will not, in genw
eral, be perpendicular tc the thrust line. In certain cases the chord
comporients of the inertia forces (i.e., the components alopng the thrust
line or fuselage centerline) can conveniently be combined into a single
force applied a2t the nose of the fuselage. This procedurs permits the
uge of vertical inertia loads but it should not be used unless it is
cbviously conservative for the oritical fuselage members.

2. Balancing {Unsymmetrical Conditions). In eny condition involving
angular acceleration about a given axis, the inertia forece applied to
the structure by any item of weight is proportional to the mass or weight .
of the item and to its distance from the axis of rotation. Each angular
inertia force will act in & directlon perpendiculer to the radius line
between the item and the axis of rotaebion. In order to facilitate the
anglysis of a cordition involving both linear and angular accelsration,
the loads produced by the linear acceleration should be determined sep-
arstely from those produced by angular accelearation. When unbalanced
external loads are applied this involves the determination of the magni-
tude of the net resultant external load and its moment arm ebout the

proper axis through the (G of the airplane. It will ususlly be ac-
copteble, in analyses of this nature, te represent the weights of
major items such as wing panels, nacelles, ete., by assumed con-
centrated masses at the centers of gravity of the respective items.
Pig. 30 illustrates spproximabe methods by which the fuselage can be
balanced for a typieal unsymmetricel landing condition (one-wheel
landing).

a. Fig, 30a shows a level landing condition in which the re-
sultant load does not pass through the center of gravity.
In such & case it will generally be acceptable to apply a
balancing couple composed of a dowmward force acting near
the nose of the fuselage and an equal upward force acting
at the same distance to the rear of the center of gravity.
These arbitrary forces can be considered as approximately
representing angular inertis forces and they may be divided
between the nearest panel points, if desired.

be Fig. 30b indicates an acceptable method of balancing ex-
ternally applied rolling moments about thelongitudinal axis,
The forces resisting sngular acceleration are sssumed to be
applied by the wing, The arbitrary location shown 1s based
on the fact that the effectivensss of any item is proportional
to its distance from the center of gravity. The balancing
loads may be assumed to be vertical, although they actually
act normal to a radius line through the center of gravity of
the airplene. If nacelles or similar items of large weight
are attached to the wing, the balaneing couples can be divid-
ed between nacelles and wing panels irn proportion to their
effectiveness. This type of balancing applies also to side
landing conditions, ineluding those for seaplanes.

+3=32
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¢c. Pig. 30c shows an approximate methed for balsncing a mament
gbout a vertical axis. This cendition exists in a cne-wheel
landing. It is conservative (for the wing attachment members)
to assume that the balaneing couple is supplied entirely by
the wing. The magnitude of the unbalanced moment sbout a
vertical axls is, however, relatively small in the design con-
ditions required in CAR (4. In order %o secure ample rigid-
ity against loads tending to btwist the wing in its own plane,
it may scmetimes mppear mdvisable to check the wing attachment
meubers or cebane for a greater unmbalanced drag loed mobing at
one wheel, or for a side load acting at the tail.

d. It should be noted thet the balansing ccuples shown on Fig.30
will met in gddition to the inertis loads due to linear accel-
erastion. For instance, in Fig., 30b the load V shown &s a re-
action at the CG sctually represents the inertia loads of all
the oomponents of the sirplane. Those due to the wing weight
will aot uniformly on each wing panel and will be added arith-
metically to the forces representing the angular inertia effects.
This applies also to the other cases illustrated.

SPECIAL ANALYSIS METHODS

1. Torsion in truss-type fuselages. In anelyzing cozmventiomal
truss~type fuselages for vertical tail surface lomds it will be
found convenient to mmke simplifying assumptions as to internal
load distribution. The following methods may be used for this
purpose, the first method being mors comservative than the seconds

8. The entire side load and torque may be assumed to be re-
sisted only by the top and bottom trusses of the fuselage.
The distribution to the trusses can be ocbtained by taking
morents about one of the truss centerlines at the tail post.

b. Por the structure aft of the resrmost bulkhead the tail load
may be represented by a side load acting at the center of the
tail post and & couple equal to this load times its vertical
distanve from the cenber of pressure of the vertical %ail.
The side load may be assumed to be divided equally between
top and bobttom trusses. For the structure forward of the

. rearmost bullchead the tail load may be represented by = side
load acting at the center of the tail post and a torque act-
ing et the rearmost bulkhead equal to the tail load times
the vertical distance from the center of pressure of ithe ver-
tical tail to the center of this bulkhesd. This side load
mey be assumed to be divided egqually between top and bothom
trusses. The assumption may be made that the torque (mot the
forces composing the equivalent couple) is divided equally
between the horizontal and vertical trusses. The couples
acting on the dbulkhead and resisted by the top, bottom, and
side trusses can then be readily obtained. Stress diagrams
should be drawn for the trusses to obtmin the loads in the
members. The longeron loads should be taken from the diagrams
for the horizontal trusses or vertical trusses, or taken as
the combined loads from both trusses, whichever are largest,
(This arbitrary practice is advisable on account of the un-
certainty of the load distribution betwsen trusses)

0 d=34
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c. The diagonmals of the rearmost bulkheads, i.e., the bulkheads
through whick the torgue is btransmitted to the wing, and of
all bulkheuads adjacent to an urbraced bay, should be designed
to transmit the total torgue. Intermediate bulkheads should
be designed to transmit 25 percent of the total torqus.,

d. In some cases the loads obtained in the bottam truss members
may be quite small. In such ceses it should be noted thet it
is desirable to maintain a high degree of torsional rigidity
in the fuselage and that the rigidity of the btop truss will
be completely utilized in this respect only when the bottom

_ truss is equally rigid,
, Engine Torque. In investigating the conditions involving engine
rque , the following points apply:

e. The basic torque may be compubed by the following formula:

63,000 P/N, where

torgue ir inch pounds,

horsepower of engine,

propeller speed in revolutions per minute.

o

g3 e

b. The resulting moment is taken ecare of by an unsymmetrical
distribution of load between the wings and by forces in the
fuselage cross dracing. In certain cases, especially wher
geared engines are used, the stresses dus to the torgue
should be computed for all fuselage mewbers affected, the
necessary reactions being zssumed at the connections of the
wings with the fuselage. Otherwise the following approx-
imation may be used for nose engines. The torque load is
assumed to act down on the engine bearer and to be held in
equilibrium by vertical forces acting at the main connec-
tions of the wings with the fuselage, the engine bearsr and
the members of the fuselage side truss being assumed to lie
in a single plane parallel to the plane of symmetry.

¢. When a direct-drive engine is carried by engine besrers that
are supported at two or more points, the torgque load should
be divided betwsen the points of support in the same propor-
tions as the weights carried by the engine bearer. When an
engine is supported by a vertical plate or ring, the torgue
can correctly be assumed to act at the points of attachment.
(The dead weight of the engine, however, should be assumed
to act at the center of gravity of the engine.)

de In combining the torque condition with any other loading con-
dition, for a symmetrical structure, the stresses due to
torque are to be added arithmetically, not algebraically, to
those obtained for the symmetrical losding condition, beecause
if the forces induced by the torque load in any member are
opposite in charaeter to those due to the dead weights there
will normally be & corresponding member on the opposite side
of the fuselage in which the forces due to the torque loeads
and weights will be of the same character.
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e, In analyzing an engine mount structwre, care should be taken
to distribute the torque only to those members whigh are able
to supply & resisting couple. For exampls, in certein struc-
tures having three points of support for the engine ring, it
may be necessary to divide the entire engine torque into a
single couple, applied at only two of the supporting points.

D ANALYSIS OF STRESSED-SEKTN FUSELAGES

1. The strength of skinwstressed fuselages is affectsd by a large
number of factors, most of which are difficult to account for in a
stress analysis, The following are of special importance:

a, BEffects of doors, windows, end similar cut:outs.

b. Behavior of metel ¢overing in compression ag & shear
web, including the effects of wrinkling.

c. Strength of curved sheet and stiffemer combinatioms,
ineluding fixity conditions and curvature in two di-
mensions.

g. Trus location of mneutral axis and stress distribution.

e. Applied and allowaeble losds for rings and bulkheads.

2. Unless a fuselage of this nature conforms closely to a previously
constructed type, the strength of which has been determined by %test,

a stress anaslysis is not considered as a sufficlently aoccurate mesans

of determining its sirength. In all cases, the stress analysis should
be supplemented by pertinent test data. Vhenever possible it is de~
sirable to test the entire fuselage for bending and torsiom, but tests
of certain component parts may be acceptable in conjunction with a
stress analysis. As this subjeet is now being invesbtigated by the NACA,
the latest information should be obtained from that organization before
the stress analysis or test methods are decided upon.

37 PROOF OF FITTINGS AND PARTS

l. In the analysis of a fitting it is desirsable to tabulate =ll the
forces which aect on it in the wvarious design conditioms., This procedurs
will reduce the chaneces of overlooking some cumbination of loads which
are critieal.

2. The additional ultimate factor of safebty of 1.20 for fittings

{CAR Table 04-7) is to account for various factors such as strees con-
centration, eccentrieity, uneven load distribution, and similsr features
which tend to inecrease the probability of failure of a fitting. As

noted in the Table, this fector mey be covered by several other factors
so that when the ultimate factor of safety for any portion of the strue-
ture equals or exceeds 1.80 the fittings included in this portion are

not subjeet to sn incresse in factor ebove the velue used for the primery
members. ‘ : ’

-
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1. Materials and processes conforming to the specifications of the
Army, Navy, S.A.E. or other responsible agencies are satisfactory.
It is important that miniwum specification values of strength prop-
erties given in ANC-5 be used rather than ™typical™ or "average®

2. Tolerances should be closely held in order that the assumed or
tested structure is acecurately reproduced. Metal sheet and tubing
zages usually conform to well established specifications. Tolerances
on machined parts are based on general practice and will vary from
sbout + ,016 inch to values necessary toseeure interchangesbility of
mating parts. Tolerances on sheared and nibbled parts are usually
+ l/ng inch, Minus tolerances on section dimensions of wood struc-
twral members such as mpars should not exceed 1/64 inch in the fully
sensoned condition unless Jjustified by check of margins. Plus toler-

3. Long assemblies such as spers with a larpe number of rivets will
Merow™ slightly as the riveting progresses. End fittings should
therefore be jig installed as a last operation. A similar procedure
is followed with welded assemblies. Heat treating of long welded
structures results in shrinkage and in extreme cases allowsnces for

1. High grade casein, animel, and synthetic resin glues are satis-
faotory. Details of composition and methods are given in Appendix IV
herein. It should be noted that condition of the swface, moisture
content of the wood, gluing pressure, and protective coatings as well
as other factors play an importent part in the meking of acceptable

1. Accepbable practices and further references are discussed in Ap-

o4 DETATL DESIGN AND CONSTRUCTION
400 . MATERTALS AND WOREMANSHIP
values.
ances are limited by assembly considerations.
this must be made.
+4010 GLUING
Joints.
«4011 TORCE WELDING
pendix IV herein.
4012 BIECTRIC WEIDING

1. TWhen arc welding is used the information needed for approml may
be met by specifications or reports covering the followings

. The type of equimment %o be used and the proposed soope of
application of the process.
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b. The proposed minimum requirements established for welders.
covering quelifying tests, experience, ete. Reference to
Air Corps Specification 20013-4 ™Welding Procedure for
Certification of Welders™, if this specification is used, is
sufficient in this connection.

c. General procedure covering polarity, are length, allowable
voltage wvariation, electrods type and msterial, and ident-
ification of each welder!s work.

de Detail procedure for each combination of metals covering
size and material of electrode, amperage and voltage for
various gages of material.

6. The method of contrel including best and inspeotionr procedure,
ete. In this connection, sketches of the proposed standard
test samples, a sample test report sheet, and a statement
concerning the frequency of sample tests, should be submitted.
Use of the Specification noted in b above is considered suf-
ficient in this commection.

f. Drawings of parts to be welded.

2. When spot and/br seam welding are employed the information reguired
for approval is similar to that required for the approval of arc welding,
except that greater importance is attached to the equimment control means
and the detail design of the pertinent joint than to the requirements for
‘welders.

5. When the experience of a menufacturer and the reliability of the prod-
uct has been demonstrated by him to be satisfactory, a blanket approval
may be granted for his use of the proosss, i.e., he need not obtain ap~
proval of each subsequent speecific application.

PROTECTICN

1. Paints, varnish, plating and other coatings should be adequate for
the most severe serviece expected. Information on the subjeet of protec-
tion is availsble from paint and varnish manufacturers as well as from
metal and alley producers, Reference may also be made to Appendix IV
herein. BExpensive changes dictated by serviee experience willbe avoided
if the question of protection iz considered in the initisl design stages.
In addition to surface protection it is essential that moisture-trapping
pockets and clossd non-ventilated compartments be avoided. This is par-
ticularly true with light alloy and plywoed structures. Drain holes
should be provided at low points. ‘

2. Two méthods of specifying protective coatings are in general use. In

ons the various operations or code symbols therefor are listed on the
pertinent deteail or assembly while in the other method a specification

o4=2
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listing the operation and the mumbers or classes of the parts to be

sc treated is preparsd. The latter is more flexible when various
agencies are being dealt with. Date submitted to the Administrator need
cover only the minimum protection to be employed.

INSPECTION

1. Points most {frequently in need of inspection are mein fittings, control
linkeges, cables at pulleys end at fairleads end all moving parts and
locations where wear is likely to occur or where lubrication is required.
This includes all points where bolts or pins are installed as beering
surfaces which are subjsct to sny movement and wear., Satisfactory inspection
end servicing of these end other peints cen only be carried out if the size
and location of inspection opemings are such as to give asdequate accessibility.
Particuler attention should be given to providing openings meking it possible
to inspect for rust or corrosion where dust, sand or moisture is likely to
asccurmlate. Careful atbtention should be given to the tail section of the
fuselage in this regard.

JOIRTS, FITTINGS AND COMMECTING PARTS

1. These parts continue to be the most eritical siructural elements.
Fo specific rules can be laid down but some of the mors importent con=
siderations follow. The type of fitting is meinly dependent on the
magnitude of the loads involved and the nature of the parts being con-
nected. The material should be chosen after consideration of such
factors as corrosion, fatigue, bulk, weight and production ease. It
should be possible to inspect, service and replace each vital fitting.
Points sometimes over-looked in the detail design of fittings include:

a. Stress concentration, either from section changes or from
welding or hest treating effects.

b. Adequate allowance for flexibility of parts being joined.

¢. Specifying proper surface condition, i.e., a rough turning
job on a highly stressed part invites cracking and failure.

2. In the design of fittings at the end of wood spers there is a
tendency to crowd bolts too close to the spar end in order to secure =
more compact fitting. This sometimes results in a shear failure of the
wood along the grain, even though the design load in the tension direc-
tion is samll. To reduce the possibility of such failures bolt spacings
and end marginsg should be in sccordance with Fig. 2-4 of ANC~5.

3. In using extruded sections it should be borne in mind that the nature

of the extruding operation produces in effeect a longitudinal grain struc-
ture. Fittings therefore should be designed to avoid eritieal Meoross-grain™
loading.

4. Fitting drewings should include tolerances for dimensions of critieal
sections, such as lugs, in order Yo maintain the required strength proper-
ties,

5. Some examples and discussion of good and bad fitting practice are given
in Appendix IV herein.
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Fig. 51 SUGGESIED CASTING FRACTICE
Ref, CAM 04£.4023

ALLOY MINIMUM MINIMU MAXIMUM (1302
FILIET szcrton (8) RATIO OF remgEs (10(2)
rapros (3) (Webs,ote. ) ADIACENE
SEOTT0NS
ALUNMEINTH - Used where strength is not primary considerss
Slooa 12, 43, 1/g" 1/an tion. Alcon 12 (SAE No33) should mot be used
ate., and . where subjeet Lo shoek or impeot, due to its
equivalont low elongetion (2%). Alcoa 43 (SAE No.35) and
856 alloys which have high slilcon ocomtent ere
used where leek-proof or complicated castings
are required,

ALTMINGY - " . Most eluminum elley structural castings are made
(B ghwStrength) 3/1e 5/32 « 3/16" 831 of the 196 or equivalent meterial. The 220 allcy
bleos 195,220 (1/8" ir ghructurally] 1s miperier for shoek and {mpact loading but

eto., and unimportant) obstings should be simplie due to the diffieculty
squivalent ’ ir securing satisfectory complex cagtings.
| B Red brags such as SAE No, 40 or Federsl Specifiw|
BRASS, /8 1/8 oation QQ-B=-691, grade 2,1g used in fuel end oll
‘BRONZE line fittings., Fhosphor Bronze (SAE No.84 and
Nos65 or Federsl Specification QQ-B-691 grade 6)
is used for antiwefriction Installations such as
bushings, nuts,- geers end werm wheels. Mangensse
and eluminum bronzes (SAE No.43 end Nec.68 or
Federal SpecificationsQQ-Br726 and QQ=B=591) are
uged where meximim strength end hardness ere
deaired,
MAGNESTUM 148" 5/32" Not recommended for uge at olevated temperatures
| (60% proater than (1imit sppreximately 400°F) or in exposed locem
aluminum preferred) tioms on seeplemes. Particular care should be
) obgerved in protecting mgainst corrosion and
- electrolytic action.
STEEL /e /5 512 Uged primarily for hesvily losded parts such as
(1/2" preferred) in lending geer of large eircraft, Alloys used
inelude chremesmolybdenum, nickel end mangenese |
When using high wltimete tensile-strengths the
offect of the corresponding lew elongation
should be considered.
(1) For allowsble stresses see ANG~5 "Strength of Aircraft Elements®.
(2) Po? addifionsl factor of safety see CAR 04, Table 04nT. When
usizg thie factor the 5OZ stress redustion noted in ANCS5 mey be dlsregarded.
{8) Larger velues should be uged whers possible.
{¢) iHighly dopendent om ether fectors.

FiG. 3l

SUGGESTED CASTING PRACTICE
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BOLTSs PINS AND SCREWS

1. Approved locking devices include cotter pins, safety wire, peening,
and, with certain restrictions, Elastic Stop nuts snd Dardelet Threaded

parts.

2., Restrictions on the use of Elgstic Stop Nuts are as follows:

Bo

Two types of nuts, i.0. (1) fiber insert and (2) metallic

insert (Hytemp), are approved subject to the following

general restrictions:

(1) They should be mede to conform to Army cr Navy makerisl
specifications.

(2) They should not be used at joints which subject the
bolt or mut to rotation

(3) Bolts mst be of such length thet completely formed
thread extends through the nut.

(4) They should be called out on the pertinent drawings
submitted to the Administrator. '

(5) Nuts of the fiber insert type should not be used
where subject o temperstures in excess of 250°F.

(8) Nuts of the metallic type (Hytemp) should not be

used for primary structural comnectioms in the

following specific appliecabtions:

(a) They should not be used to attach wing panels,
fins and stebilizers.

(b) They should not be used in the conmtrol system,
ineluding surfaces, hinges esmd bracket attach-
ments thereof. '

(e) They should mot be used to attach exhaust mani-
folds and similer items where the temperature
mey exceed 600°F.

3. Restrictions on the use of Dardelet Threaded parts follow:

B

The parts must be manufactured by a licensee of Dardelet
Thresdlock Corporation under the terms of its liosnse
agreement. (Note this covers manufacturing considerations
peculiar to this desigr.) '

They should be made to conform to Army or Navy material
specifications.

They should not be used at joints which subjeet the bolt
or nut to robtation. |

Bolts must be of such lsngth that completely formed thread
extends through the nut,

They should be called out on the pertinent drawings sub-
nitted to the Administration.

o4=5
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4023 CASTINGS

1. Castings should be obtained from a relieble source with experience

on similar type castings. Such castings should inocorporate generous
fillet radii, smple draft, and gradual changes of section. Sound castings
can only be secursd by proper consideration of and allowance for the flow
of molten metal in the mold. Casting drawings should be "load marked",
1.84ss the direction and approximate mesgnitude of the design loads should
be shown., It is then possible for the foundry to cast the densest and
soundest metal at the critical sections. Finished swrfaces should end

in redii at inside cormers to prevent stress concentration. Same of the
more important desigh and drafting eonsiderations are given in Fig.31.

It should be emphasized that these are not given as requirements but
merely as values and points found acceptable in general practice. Refer-
ence should be made to trade literaturs of the various metal and alloy
producers for additional informstion.,

2. As with other aircraft parts., the acceptance of castings for
primary structure is predicated upon thorough and adequate inspection.
It is customary to test and section or to X-ray the first castings of
a new part in order to be certain of good design and satisfactory
foundry %echnique. Production runs may be inspected visually in con-
Jjunoction with oceasional tests for verification. Hardness testing of
the castihg and physicaltasts of test coupons cast with the part are
also vsed. Steel castings with smooth surfaces may be inspscted by
magnafluxing. X-raying provides an excellent means of thoroughly in-
specting tastings if the results are properly interpreted, i.e., by
an expert.

«403 TIE RCDS AND WIRES

1., TWhen unswaged threaded-end tie rods are used, particular attention
must be paid to the end comneetions to insure proper aligmment. The

~wires should be so carried through sleeves or fittings that any bending

is limited to the unthreaded portion of the rod. Where this is not

done , even small bending stresses may soon cause fatigue failure at the
thread roots. High margins should be incorporated since practically all
workirg from tension loadsywith attendant stress concentration, will occcur’
in the threaded portion. Swaged tie rods are considered much more satis-
factory and may be no more costly in quantities, A satisfactory locking .
means should be used. Check nuts have been found acceptable for this pur-
pose, when employed on terminels not subjected tec appreclsble vibration.

04—6
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FLUTTER PREVENTION MEASURES
GENERAL

1, Flutter is a violent self-induced vibration of a body re-
sulting from a coupling of aerodynamic, elastic and inertia
forces acting upon the body. For detailed information on
flutter theory and its application, reference should be made
to one or more of the following:

Theodoresen and Garrick -~ "Mechanism of Flutter" NACA TR 685
Kassner-Fingado - #The Two Dimensional Problem of Wing Vibration!
Translation - Journal Royal Lero Society,
October 1937
Kissner -~ "Status of Wing Flubterv
Translation - NACA TM 78, Jamary 1236
Tombard - "Conditions For The Occurrerce of Flutier®
California Institute of Technology Thesis (1839)

. Reference to other work will be found in the bibliographies con-

tained in the above. The study of flutter is passing through a
period of rapid development and it appears that a better and
more accurate understanding of the inter-relation of rigidity,
mass properties and frequencies and their effect upon filntter
will soon emerge.

2., Tlubter theory is in general bzased upon true velocity and
sea level atmospheric conditions. For this as well as other
reasons an ample margin, particulady on high performance air-
oraft, should be maintained between the computed flutter speed
and the actual dive speed attained in testing. The irend of
critical flutter speed with altitude may be expressed thus:

T~ [— SPEED OF SOUND
T
V TRUE T —
]
NDICA]‘-ED
a0
o 2q000

0 ALTITUDE

but values for specific cases will be dependent upon wing
weight and other factors.
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5. For wings, the use of the fundamental theory of Theodorsen
hss been simplified for certain cases by the work of Bergen
and Arnold (given at the Institute of the Aeronautical Sciences
meeting at Los Angeles in June 1940) who treat the special case
of wing bending-azileron by a graphical method, and Wylie (un-
puliished). In addition, for civil aircrafi, conventional size
and performance, the use of a suitahble wing torsional rigidity
criterion, together with proper observance of other measures,
provides adequate insurance against flutter.

4, For control surfaces, recent unpudlished Air Corps studies
{(Dent and Smilg) indicate that a relationship:

‘where Vg = Flutter Speed
Flutter F = ¥Freg. Fixed Surface
F‘:‘\%—'c- : A = Area Mov., Surface
| No Flutter X/I = Balance Coefficient
K/II : of lovable Surface

holds considerable promise, and they mmve tentatively estab-
lished a number of check points on the curve. The basic
similarity of the above curve to the usual Wissner formula of:

Vg = F G,
3

whare

]

. F = Oritical Frequency

C = Wing Chord .
" K = Reduced Frequency Coefficient (Dependent on
particular characteristics of the airplane)

it

is apparent, since both show an increase in flutter speed with
an increase in frequency or size_of the airplane, other factors
remaining constant {both C and /A being dimensionally length
units).

5. By replotting the Air Corps data on the sScales used in Fig.
%2A, the following is obtaineds

Values of R/X
K/1 3Q00 ete.

Vg.
48
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If the results of further study and experience warrant, suitable
modifications to the X/I - Vg relation shown on Figures 324 and
32B will be made.

6. In general, the various limiting values given hereafter to
rigidity, mass balance and frequency ratio, and the practices

on detail design should be closely observed, As indicated

above, however, rapid progress is being made toward a better
understanding of the problem, and for new aircralt, therefore,

it is recommended that an outline of the proposed flutter pre-
vention measurss be submitied o the Administrebtion for examination
and comment as early in the development as possibie. The

Flutter Control Data Form No. ACA-719 (Table Vb) used in the fimal
vibration testing was evolved for the dual purpose of simplify-
ing submittal of data and of facilitating study by the National
Advisory Committee for Aeromautics and other interested govern-
ment agencies through a more rapid collection of information.

RIGIDITY

1. This factor is of first importance, since coupling (and con-
sequently flutter) can only occur tlrough deflection, However,
increases in aireraft size, a trend toward thimmer airfeoils,
prevalence of discontinuities and cubtouts, and weight limitations
make necessary the establishment of minirum accepbable rigidities.
Rigidity may be represented in terms of fregencies, and often
is in flutter theory.

2. Wings. The torsional rigidity of wings is highly important.
This should be investigated by means of a wing torsiom test
(CAM 04,31E) unless other adequate data are submitted. Figure
32, a development of en esrlier curve of the same

nurber, tut based upon considerably more information including
certain Navy data, indicates values of Cpp which have been
found satisfactory for conventional designs. If the test is
conducted on a fabric covered wing with taut fabric, an allow-

" ance of approximetely 10% (dependent somewhat on the size of the
wing) shaild be made for the effect of fabric aging. Since the
actual torsional deflection of the wing will depend upon the
moment coefficient of the airfoil employed, it is advisable to
introduce the additional criterion that the maximum torsional
dgi‘lection under the l1imit load critical for torsion not exceed
5 L]

od=9



04

CIVIL AERONAUTICS MaNUAL

80

SEE CAM 04.404-2

TORSIONAL RIGIDITY _OF WINGS

60

FOR TEST METHODS AND
COMPUTATION PROCEDURE
SEE CAM 04. 3IE

4.0

VALUES PASED UPON MASS
SALANCING IN ACCORDANCGE
WITH CAM 04.404-3

F WINGS ARE FABRIG COVERED
MAKE CONMSERVATIVE ALLOWANGE
FOR FABRIC AGING.

/
/
/

VALUES APPLY TQO CONVENTIONAL
WING C.6. LOCATICNS — if C.G. |
FURTHER AFT,LARGER VALUES
OF Crp SHOULD BE USED.
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ol / M= TORQUE MOMENT IN INCH-LBS. ™
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Fl C. \52 REVISEP 9-40
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MASS BALANCING

1, For methods of compubing static and dymamie balance values
see CAM 04.424. (The weight and static hinge moment, or C.ge
location, of finished movable surfaces should be checked to
insure that the computed values are not unconservative.) See
paragraph F DETAIL DESIGN below, for notes on the installation
of balance weights, HNote that the specified dynamic balance
coefficient values may in some cases be influenced by the fre--
queney ratio (see Fig. 32C).

2+ OCompliance with the following dynamic balance coefficients
and static bdlance conditions should be shown unliess other
equally effective steps to prevent control surface flutter are
shown to have been taken:

a, Ailerons. When Vg is in excess of 150 mph the dynamic
balance coefficient as computed about the aileron hinge
axis and the longitudinal axis of the airplane should
not be greater than the following value

K/I = 1.6 (5 - Vg/100)  (See Fig. 3RA)

except that it need not be less than zero. Ailerons on
internzlly braced wings, or on airplanes with Vg in
excess of 200 mph should be completely statically
balanced about their hinge line when in the neutral
position. ©Special consideration will be given to lesser
static and dynamic balance when the aileron control
system is substantially irreversible.

b. Rudders. When Vg is in excess of 150 mph, the dynanmie
balance coefficient of the rudder(s), as computed about
the rudder hinge axis and the axis of torsional vibra-
tion of the fuselage, should not be greater than the
value given in paragraph a. above, except that it need
not be less than zero., When rudders are not in the
plane of symmetry they should be completely statically
balanced (zero unbalance).

¢. Elevators, When Vg is in excess of 150 mph, the dymamic
balance coefficient of each separate elevator (for each
half of a continmuous elevator), as computed about the
elevator hinge axis and the centerline of the intersec-
tion of the stabilizer and the plane of symmetry, should
not be greater than the following value

K/I = 3,0 - Vg/250 (See Fig. 32B)

When the rdder(s) has (lave) complete dynamic balance
about a conservatively chosen axis, a special rmiling may
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be obtained from the Administration regarding the elevator
dynamic balance if the coefficient is greater than

above specified. This ruling will be dependent on the
general design of the entire tail unit.

d., Tabs. Trim and balancing tabs should be statically
balanced about their hinge axes urless an irreversible
non-flexible tab control system is used. The balancing
of conbrol tabs will depend on the particular installa-
tion involved and special rulings should be obtained
from the Administration in such cases.

FREQUENCY RATIO

1, In accordance with general practice, in this discussion
frequency ratio is defined as the frequency of the movahle sur-
face divided by the frequency of the fixed surface (or other
element to which the movable surface is attached), and for a
single airfoil as the fregquency in bending divided by the
frequency in torsion, thus: '

F movable surface , and
F fixed surface

F bending
F torsion

Tests conducted by the Air Corps with flutter models have
indicated that, when the frequency ratio involving a movable
surface is greater than 1.0 the possibility of flutter in this
mode is much reduced as compared with frequency ratios less
than 1.0. A study of previous vibration test data and the
service records of the aircraft tested, together with Air
Corps test data, have indicated the desirability of using the
frequency ratio as an additional limitation on the curves of
the dynamic balance coefficient (K/I) versus design gliding
speed (Vg), as shown in Fig. 32A for the aileron and rudder and
in Fig, 32B for the elevator.

2. This limitation is expressed as a curve in Fig. 32C. The
shaded portion marked "Approval dependent upon special con-
siderations" is considered an undesirahble range and approval

is subject to consideration of the modes involved, actual
values of frequencies, speed of the aircraft, value of K/I,
etc, For this reason it is advantageous to submit to the Admin-
istration as early as possible in the development of a new
model an outline of the proposed flutter prevention measures.

301230 0—41—10
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3. The following frequency ratios should be determined from
the vibration test data (see CAM 04,323 and Form ACA 718) and
check against the K/I - frequency ratio limitations of Figure
320: (For description of particular modes see CAR 04.323)

a.#+ Rudder (as a unit) op ¥ Rudders (unsym,)

Fuselage Torsion ? Fuselage Torsion
bei Rudder (as a unit) or ¥ Rudders_(unsym, )
Fuselage Side Bending” Fuselage Side Bending

Ce Rudder (as a unit)
Fin Bending

d.¥ Rudders {Sym)
Stabilizer Bending

e.* Rudders (Unsym)
Stabilizer Rocking about Fuselage Attachments

fo¥ Rudder (Imsym)
Fin Bending

Ze Elevator (Sym)
Fuselage Vertical Bending

he Elevator (Sym)
Stabilizer Bending

i. Elevator (Unsym) op ELevator (Unsym)
Fuselage Torsion ’ Stabilizer Rocking about Fuselage
Attachments

Je Aileron (Sym)
Wing Bending (Sym)

k. Aileron (Sym)
Wing Torsion(Sym)

1.  Wing Bending (Sym)
Wing Torsion (Sym)

M. Stabilizer Bending
Stabilizer Torsion

% Only for rudders nobt in the plane of symmetry,
#% Only for a rudder in the plane of symmetry,
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It. Balance Welght and Arm Assembly
Surface mode (see below)

Note: The eritical balance weight and arm frequency
will usually be bending in a plane normsl to the
hinge line of the surface. The surface mode would
be the one likely to couple with the above-—such as
movable surface {sym.). It is desirable to have the
above freguency ratio substantially greater than 1.0.
However, the balance weight arm bending frequency
should also be checked in a plane parallel to the
hinge line of the surface. This may be critical for
the €levator balance weight in a fuselage side bend-
ing mode, ete.

The following special cases should also be considered for large
aircraft:

Os Aileron (Unsym)
Wing Bending (Unsym)

pe Aileron (Unsym)
Wing Torsion (Unsym)

Qe Wing Bending (Unsym)
Wing Torsion (Unsym)

r.* Rudder {Torsion)
Fin Rocking about Stabilizer Attachments

Note: This would apply to outboard vertical surfaces
disposed both altove and below the stabilizer and is
somewhat analogous to an elevator wsymmetricalme

- fuselage torsion case,

s.# Stabilizer Torsion
Fuselage Torsion

% Only for rudders not in the plane of symmetry.
In general the natural frequency of a tab having an irreversible
control mechanism should not be less than 1500 c.p.m. In the

case of a servo tab with a frequency ratio less than 1.2, com-
plete dynamic balance should be had; i.e., K/I = 0.

B DETAIL. DESIGN

le Service troubles and aceident records reveal that partieular
attention should be paid to items such as the following:

a4d=16
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a,  The trailing edges of movable surfaces should be rugged
to reduce the possibility of additional weight being
added during field repairs with an adverse effect on
the mass balance characteristics.

b. Tab mechanisms should be simple and rugged to avoid
improper assembly, or the possibility of play develop-
ing due, for exsmple, to open end (i.e., magneto type)
ball thrust bearings being inserted backwards.

¢e Provide adequate "carry through" structure to insure
rigidity.

2., A rugged aileron hinge bracket is of little merit unless the
rear spar to which it attaches is well restrained against
trolling". Likewise rugged cabane members with good angular
relations will fail to restrain the wing cellule if anchored
into eccentric apex joints.

3., The intercomnection between elevators shovld be rigid and
mgged, in order to maintain a satisfactory margin of safety
against an elevator unsymmetrical (torsion) mode of vibration.
Butt welded joints should preferably be reinforced with gussets.

4, The general principles of flutter prevention should be ob-
served on all airplanes. This applies particularly to the design
and installation of control surfaces and control systems and
incdludes such desirable features as structural stiffness, re.
duction of play in hinges and control system joints, rigid
interconnections between ailerons and between €elevaiors, com-
plete static and dynamic belance of control surfaces and high
damping. For fixed surfaces, such as wings, stabilizers, and
fins, it is desirable to keep the center of gravity location
of the surface as far forward as possilhle, Features tending to
create aerodynamic disturbances, such as sharp leading edges on
movable surfaces, should be avoided. These principles apply
also to wing flaps and particularly to combtrol surface tabs
which are relatively powerful , and correspordingly more danger-
ous if not properly designed. In the design of control surfaces,
dynamic balance should be achieved, as far as practicable, by
distributing the structural materizl in such a way (element by
element, sparwise) that a uniform cordition of static balance
will result without adding large amounts of lead. If possible,
the nse of large comcentrated weights should be avoided, since
fatigue failures may result in the supporting arms and attach-
ments. When concentrated weights are used to achieve the
required degree of dynamic and static balance, it is a good
rule that the number of weights used be at least equal to the
mumber of hinges. The attachment of each weight should be

suf ficiently Strong and rigid that its frequency is above that

417
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of the surface proper. Where weights are riveted into the leading
edge of = surface no difficulty should be encountered on this point,
but if an srm is used to support the mass, & design factor seversl
times the Condition I load factor mey be necessary for the arm and
its ettachment to the surface.

5. It should be realized that various forms of flutter are possible
epnd that there usually exists for each type of flutter a eritieal
speed at which it will begin. This critical speed will be raised

by en improvement in the antiflutter characteristics of the psriiculsr
portion of the airplane involved and may even be eliminated emtirely
in some cases.

WIN: BEAM JOINTS
1. See CAM 04.402.

FABRIC OOVERING

1. Except in the case of light sairplanes, the fabric should conform with
AN-CCC-C=399 or the equivalent. The material covered by this specification
is commonly known as Grade A mercerized cotton fabrie. In the case of
light airplanes the use of a lighter weight fabrie of similsr quality,
known as Mlight airplane fabric", is accepbable. This material should be
purchased to a definite specifieation. The following wvalues are accept-
able:

Threads per inch --- 114 warp, 116 £ill
Strength ~——-—mma—aa— 50 lbs/in warp, 40 lbs/in £ill
Weight -——--e-mmeemee- 2.5 oz/sq yd.

' Tape and thread should likewise be of high quality and shonld be

purchased to definite specifications.

2. Method of Atbtaching PFaebric to the Structure. TUsually this is
acemplished by lacing to the ribs, in which case the proper spacing
of ribs and lacing is very importamt. Fig. 33, derived from extensive
experience, indicates maximum satisfactory values, Other means of
attechment such as self~tapping screws, wire and sirip should give
compareble support. In questionalbe cases, sketches and tests (or
test proposals) should be submitted for rulings by the Administration.

3. Dope and Other Protective Coatings. The number and type of such
coatings is usually based on such factors as the service expected,
degree of finish desired, and cost. A typical schedule for doping is
given below:

&« Two coats of clear nitrate dope, brushed on and sanded
after second coat.

b. One comt of clear nitrate dope, either brushed or sprayed

~ and sanded.

c. Two coats of aluminum pigmented dope, sanded after each
coat.

d. Three coats of pigmented dope (the color desired), sanded
and rvbbed to give a smooth glossy finish when completed.
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SPAGINGS EXCEPT THAT LACING
SPACING NEED NOT BE LESS THAN 1"
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WHEN AFT PORTION ONLY IS FABRIC-
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FIG. 33 FABRIC ATTACHMENT
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Precaution should be taken not to sand heavily over center portions of
pinked tape and over spars in order not to damage the rid stitching
cords and fabric. Por further details see Appendix IV herein.

METAL-CCVERED WINGS

1. The covering should be suffieciently strong and adeguately supported
to withstand critical air loads and handling without injury or undesir-
able deformations. Deflections or deformations at low lomd factors
which may result in fatigue failures should be avoided. In general,,
skin which shows deformations commonly known as "oil-canning® under
statiec corditions is considered umsatisfactory.

2, In an attempt to establish an empirical method of predicting panel
sizes which will be free from unsatisfactory Moil-canning", Fig. 34

has been included as & proposal. In this case the skin thickmess and
unsvpported panel width have been considered the msin varisbles, Other
important variables include stress (if appreciable) carried by skin,
sirspeed, wing loading, and workmenship. Comments and deata on this sub-
Jeet are solicited.

IETAIL DESIGK OF TAIL AND CONTROL SURFACES

1. It is very important that control surfaces have sufficient torsional
rigidity. No specific limits of permissible maximum deflection of the
surface slone ere offered, since these mey very widely with the type,

size mnd comstruction of the surface. However, the behavior of the
surface during proof tests should be closely obgerved. In addition

the effect of the control system "streteh" on the total surface deflection
under limit memeuvering loeds should be considered from the standpoint

of "surface usefulness", as described in CAM 04.43-11.

2. Clearances, both linear and angular, should be suffielent %o
prevent jamming due to deflections or to wedging by foreign objects,
3L is common practice in the design stage to incorpurate an angular
clearance of 5 degrees beyond the full %ravel limit. Surfaces and
their bracing should have sufficient ground clearance toawid damage
in opersation.

3. External wire brecing on tails is subject to vibration and the
design of the wire assembly and end connrections should be such as to
withstand this condition. BSwaged tie rods sre recomrerded, except that
for use on light aircraft unswaged rod is acceptable if the points
covered in ¢aM 04.49% are followed. Ieading edges and strubts should
have adequate strength to withstand handling loads if handles or grips
are not provided.

4, Direct welding of control horns to torgue tubes {without the use of
a sleeve) should be done only when a large excess of stremgth is indicated.

0420
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STOPS

1.

form of stop should, however, be employed et all surfaces im order to

CIVIL, AERONAUTICS MANUAL

Stops are specifieally required in the case of edjustable stabilizers
end elevator trailing edge tab systems (CAR 04.421 end 04.4210). Some

avoid interferences snd possible demege to the parts concerned and to
limit the travel to the epproved range. (See also CAM 04.431)

EINGES

15

a,

de

Ee

The following points have been found of importance in commeetion with
hinges: ' '

Provigion for lubrieation should be made if self-lubricated or
sealed bearings aie not used.

The effects of deflection of the surfaces, such as in bending,
should be allowed for, particularly with respect to misaligrment
of the hinges. This may also influence spacing of the hinges.
Sufficient restraint should be provided in one or more brackets
to withstend forces parsllel to the hingecenterline. Rudders,
for instance, may be subjected to high vertical accelerations in
ground operation,

Hinges welded to elevator torque tubes or similar components mey
prove difficult.to align unless kept ressomably short and welded
in place in amcourate jigs.

Piano type hinges are amcceptable with certain restrictions.
In gereral only the “c¢losed® type should be used, i.e., the
hinge leaf should fold back under the attachment meens. The
attachment should be made with some means cther than wood
screws , and this attachment should be as close as possible
to the hinge line to reduce flexibility. Piano hinges
should rot be used at points of high loading, such as op=-
posite control horns, unless the reaction is satisfactorily
distributed. Due to the diffieulty in inspecting or replac-
ing a worn hinge wire, it is better %o use several short
lengths than ore long hinge.

EIEVATORS

1,

Then dihedral is incorporated in the horizontal tail the universal
connection between the elevator sections should be rugged to conform

with car 04.423.

w22
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«4R4 DYNAMIC AND STATIC BALANCE OF CONTROL SURFACES

1. Dynamic Balance, A movalile surface is dynamically balanced
with respect to a given axis if an argular acceleration of the
surface about that axis does not tend to cause the surface to
swing about its own hinge line. A control surface which is
dynamically balanced about a certain axis will therefore remain
meutral® with respect to a torsional vibration about that axis;
that is, it will act as though rigidly connected with, and a
rart of, the fixed surface to which it is attached, As the
types of flutter likely to be encountered in aircraft structures
involve both torsional and bending vibration, the type of balanc-
ing employed and the choice of a suitable reference axis for
any given case will depend on the particular form of flutter to
wiich the component is subjeeted,

2. Static Balance. Complete stabic balance of a movable con-
trol surface is obbtained when the CG of the movable structure
is located on the hinge line; i.e., zero unbalance hinge moment,
or in a plane through the hinge line and normal to the median
plane of the surface., The Iollowing points should be noted in
cormection with statically balanced surfaces:

a, VWhen a surface is in complete static balance the
mmerical value of the product of inertia (X) is the
same for any set of parallel oscillation axes. However,
the sign of the product of inertia (K) will depend on
the location of the oscillation axis with respect to
the center of pressure (CP) of the surface.

b. Tt should be noted that when each section of a suriface
perperdicular to its hinge axis is statically balanced,
the surface will be in complete dymamic balance for
oscillation about any axis perpendicular to the hinge
axis; i.e., K/I = O,

¢, When the surface is statically balanced it will have
some dynamic unbalance with respect to oscillations
about an axis parallel to the hinge axis; i.e., E/I = 1,0.

3. Balance Coefficients. The dymamic balance coefficient, K/I,
is a measure of the dynamic balance condition of a control sur.-
face. A gero coefficient corresponds to complete dynamic
balance for any given set of axes; i.e,, perpendicular, paraliel,
or at an angle to each other, Positive and negative coefficients
correspond to dynamic unbalance or over-balance, respectively.
This coefficient is non-dimensional and consists of a fraetion
whose numerator is the resultant weight product of inertia of
the control surface including balance welghts (about the hinge

o4=23
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and oscillation axes) and whose denominator is equal to the
welght moment of inertia of the control surface (including
balance weights) about the hinge axis, The coefficient K/I
ma2y he said to ropresent:

Exeiting Torgue
Resisting Torque

and is therefore mpre rational than the coeffiecient Cy which is:

Exeiting Toraue
Weight = Ares

Both are non-dimensional and will yield comparable resulis for
conventional surfaces, but only K/I my be considered to pro- .
perly apply to other surfaces., It should be pointed out, how-
ever, that when X/T is used, variations with different aspect
ratio of the control surface may arise, particularly for the
perpendiculear axes case, This does mol occur with Cg.

4, Product of Inertis with Respect to Two Axes that are Mubtually
Pervendicular. In computing the dynamic balance coefficient,
XK/I, of a comtrol surface for axes that are mutually perpen-
diculer {(within 159), the following procedure may be used:
Referring to Figure 35

a. Assume Yeaxis coincident with the assumed (or known)
oscillation axis., FPositive direction from the Y-axis
is aft of control surface hinge axis, and negative
forward of hinge.

be Assume Y-axis coincident with the control surface hinge
axis, Positive direction from X-axis is taken on the
Same side of the X-axis as is the center of pressure
(CP) of the maneuvering load on the surface (see CAR
04, Figures 04~5 and 04-7 for the maneuvering load
distribution). It showld be noted that it is ummeces-
sary to compute the position of the CF for these
parposes, if the side of the X-~axis on which it lies
may obviously be determined by inspection,

ce After the reference axes have been established, the
surface should be divided into relatively small parts
and the weight of each such part (w) and the perpen-
dicwdar distance from its OC to each axis (x to Y-Y axis
and v to ¥-X axis) should be determined and tabulated.
(see typical table, figure 35A), The weights and distances

should be accurately determined. The weights and CG
locations of doped fablric and trailing edge material
are sometimes underestimated with a resvlting seriocus
unbalance condition, and z larger value of ¥/I. In
addition changes in service may tend to increase the

«d=24
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+Y NOTE: +Y-AX1S 1S TAKEN
ON SAME SIDE OF X-AXIS

A ASIS CP OF MANEBUVER-

ING LOAD ON SURFACE

CP OF MANEUVERING
LOAD DISTRIBUTION

NOTE: +X-AX1S
TAKENM REARWARD

rH\NGE AX1S

Y

AX1S OF OSCILLATION

FI1G. 35 DYNAMIC BALANCING OF CONTROL. SURFACES
(REF. CAM O4-424-3)
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unbalance. Referring to Figure 35 of CAM 04, the
product of inertia of the item of weight, w, is equal to
wxy. The product of inertia, X, of the complete sur-
face is the sum of the individwal products of inertia
of each part., Hence, K = wxy. The weights should

be expressed in pounds and the distance in inches. K

is then in lbs.-inches®,

Moment of Tnertia of Control Surface about the Hinge
Axis, The moment of inertia (I ) of the control sur-
face about its hinge axis may Ee computed from the data
found for computing K (in paragraph ¢, above), I for a
small part of the weight, w, is equal to wx°, when x is
the perpendicular disitance from its CG to the hlnge
axis, Hence I is egual to the sum of the individual
moments of ineftiaz of each rart and is equel to E w ==.
The weight shold be in pcunds and the da.sbarce in
inches, so that I -y will be in lbs.-inches®, It should
be noted that the’ cdrrect value of I v will only be
obtained, if the weight items are brokén down into a
sui‘ficient number of smell parts, especially in the
chordwise direction. This is particularly important

for such items as fabric covering and tape, dope, metal
skin, trailing edge tabs, tab operating mechanism, etc.,
unless the moment of inertia is first obiained about a
parallel axis through the CG of the larger concentrated
weight, w, and then transferred to the Iinge axis; l.e.,
Iyey = InG + w d° where d is the perpendicular distance
in inches between the CG and the hinge axs.

The dynamic balance coefficient is then equal to K/I

for the X and Y axes assumed.

TL is sometimes found necessary to calculate the product of

inertia (K2) with respect to one set of axes (I, and Yp) given

the product of imertia (K;) with respect to ancther set of
axes (Xj and Y3) lying in the same plane, Referring to the
figure:

Y.
s >
Y

«— X,—> — X ——> cg of W

| ' T
4
J’ A

X' I - - X.r
| Y, 1
Xz - - i X,

2T
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Ko =K + 2, A W+, W+ x, y, W

Where W = Total weight in lbs, and x; and yy are the
coordinates (in inches) of the CG with reference to

the X1 and ¥) axes respectively, and x4 and y, are

the distances (in inches) between the ¥ axes and Y

axes respectively. '

It should be pointed out that in the case of statically
balanced control surfaces (zero unbalance), the pro-
duct of inertia (K) is independemt of the true location
of the axis of oscillation (X) but not of its direction.

S« Product of Tnertia with Respect to Two Axes that are not
Mutually Perpendicular., This case might cccur for some wing
bending versus aileron mode of vibration, with, for example,
the relations shown in Figure 35B. As shovm in ACIC #711, the
product of inertia for the inclined axes (0-0-and Y-Y) can be
obtained from the perpendicular axes (X-X and Y-Y) value by
the use of the following eguation:

If § is taken as the angle between the hinge axis and the axis
of oscillation in that quadrant where the center of gravity of
the surface is located, neglecting the inclination of the axes
will be conservative if § is acute; if $ is obtuse the result
may be unconservative, especially if K is small compared with I.

6. Product of Tnertia with Respeet to Two Axes that are Parallel

and in whose Plane the Comtrol Surface (G is Located. This case
may be of importance in some of the wing torsion versus aileron
and fuselage bending versus rudder or elevator modes of vibra-
tion. Using the same nomenclature as in the previcus cases
where ¥-Y is the hinge line of the control surface and X-X is the
axis of oscillation of the body as shown in Figure 35C which
represents a fuselage side bending versus rudder mode of vibra-
tion, then

Ky = %o X W+ Iy
where: X, is the distance between the iwo parallel axes in
: inchkes.

X1 is the distance of the CG of the control surface
(including balance vweights) from the hinge line in
inches (aft of hinge is positive and forward is
negative).

W is the weight of the control surface (including
balance weights) in 1bs,
Iy_y is the moment of inertiz of the conbrol surface
(including balance weights) about the hinge line
in 2bs.-inches®.

ad=P B
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INCLINATION OF THE AXIS FOR A TYPICAL WING-RENDING VERSUS AILERON MODE OF VIERATION.

301230 0—41—11 F] G 35 B
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PARALLEL AXES FOR A TYPICAL F'USELAGE-BENDING VERSUS RUDDER MODE QF VIBRATION,

FIG. 35C
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It is thus obvious that to make K equal to zero for this mode of
vibration x; must be negative; that is, the center of gravity of
the control gurface must lie forward of the hinge line.

7. The specisl case of parallel sxes wherein the control surface
CG@ is located outside of the plane of the axes, may in most cases
be resolved into the sbove parallel axes case (6) by projecting

the X-axis to the plane through the control surface hinge resulting
in & new X'-axis and reosolving the CG reaction into components
perpendicular end parallel to this plane., This mey only be done
when it cen be shown that the CG of the control surface fallsg in
the new plane through the X' and Y-axes which will be found true
for most rudders and elevators. However, for the alleron, as

shown in Figure 35D, where the hinge axis is usually near the
bottom of the surface resulting in the CG being sbove an X'-Y
plane, it will be necessary to consider the components of the Ca,
since en apprecisble unbalence may be present even with s statically
balenced aileron, for the true oscillation mode involving rotation
ebout the X-axiso

WING FLAFS

l., In addition to the usual air loads, flaps may be subjected to high
local loadings from impaet of water when the airplane is operated from
wet fields, or when uséd on seaplanes. This is particularly true of
low-wing installetions,

2. Ground clearance of the flaps should be considered in the initial
design stages, 12 inches being a reasonable minimum. 8Since flap travel
may be varied before final epproval in order to secure the desired
flight~path, trim, or landing characteristics, the maximum expected
travel should be used when determining clearance.

TABS

1. Minimum deflections and pley sre of first importance in the in-
stallation of these surfaces. Strength of tane surface and anchorage
should be sufficient to prevent damage or missliprment from handling.
This is particularly true of thin sheet tebs which are set by bending
to the proper position. See also CAM 04.424,

AT
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C.G. OF

/]

Y AXIS

(HNGE LINE) /- BALANGE ARM FOR

OSCILLATION ABOUT
X AXis.

SEE CAM 04 .424-4

4}( AXIS

PARALLEL TO AILERON
HINGE LINE,

PARALIFL AXES WITH THE CONTROL SURFACE C.G. QUTSIDE THE FLANE OF THE AXES,

FIG.35D
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DETAIL DESIGN OF CONTROL SYSIEMS

1. Genersl. The movements of horns, cables end other components
with respect to esch other should be such that there is no excessive
chenge in system tension throughout the renge. Adjustable stabilizer-
elevator combinations, in particular, should be checked for this
condition. Pulley guards should be close fitting to prevent jeamming
from slack cebles since wide temperature variations will cause ‘
rigging loads to vary aspprecisbly.  The design of the pulley brackets
should be such that the pulley lies in the plane determined by the
cable. Allowsble tolerances in mamifacturing should not permit the
cable to rub against the pulley flanges.

2, Travel, The travel of the primary control elements is generally
dependent on the size of the aireraft. Stick travel at the grip may
very from 18" x 18" total to much smaller values for light aireraft,
Angular travel of the control wheel from neutral may vary correspond-
ingly from 270° to 909, A usual value of pedal travel is 6" total.
There is = trend toward adjustment for varistions in stature of the
pilet, either in the seat or at the controls.

5. Positioning. 1In the layout and positioning of a comtrol considera-
tion should be given to its relative importance and to its convenient
placement for the usual sequence of operations. Thus for landing, it
is desirsble that throttle, propeller piteh control, flap comtrel, and
brakés be operable without changing hands on the wheel or stick. Like-
wise secondary controls such as fuel valves, extinguishers, and flares
should be so located that the possibility of accidental or mistaken
operetion is remote.

4, Centering Characteristics. A point sometimes overlooked is the ef-
fect of the weight of a control member or of a pilot's srm or leg on
the centering characteristics of the control. Por instance, resting
the hand on a stick grip in which the fore and aft axis is not directly
below the grip will tend to apply aileron. Likewise rudder pedals on
which the whole foot is rested and which have their hinge line below
the pedal will tend to move away from center.

5. Cables. Control cebles should be of the 6 x 19 or 7 x 19 extra
flexible type, except that 6 x 7 or 7 x 7 flexible ceble is accoptable
in the a/sz inch diameter size end smeller provided that particular

cere is teken to prevent weer. Cable smaller than 5/32 inch diameter
should not be used in primsry control systems, except that smsller sizes
mey be used for teb control systems where, in the event of cable failure,
it is demonstrated that the airplane cen be safely controlled in flight
and lending operatioms. (See the following parasgraph 7 regerding the
use of fairlesds.) For propertiés of control ceble see Table 4-14 of
ANC-~5. End splices should be made by an approved tuck method such as
that of the Army and Navy, except that standard wrapped and soldered
splices are acceptable for ceble less than 5/32 inches in dismeter.
Approved swaged-type terminaels are alsc acceptable. It should be
remembered that ceble sizes are govermed by considerations of control
system deflection &s well as by strength requirements, particularly
when long cables are used.

ollmZ 2
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6. Spring type connecting links for chains have been found to be
not entirely satisfactory in service. It is advisable that & more
reliable means, such &s peening or cotter pins, be employed.

7. Fairleads should be used to prevent cebles, chains and links frem
chafing or slapping egainst parts of the aircraft, but should not be
used to replace pulleys es a direction=changing meang. However, where
the cable load is small, and the location is open to easy visual
inspection, direction changes (through fairleads) not exceeding 30

are sptisfectory in primery control systems except when 3/32 inch
dismeter cable is used. (See paregraph 5.) A somewhat greater value
may be used in secondary control systems. Because of its corrosive
action on cebles, rewhide should not be used for fairleads or chafing
stripss

8. TWhen using extreme values of differential motion in the aileron
control system or a high degree of aerodynamic balance of the allerons,
the friction in the system must be kept low, otherwise the ailerons
will not return to neutral and the lateral stebility characteristics
will be adversely affected. This is particularly true when the aile-
rons are depressed as part of a flap system, in which case there may
even be definite overbalance effects.

9. Adjustable stabilizer controls should be free frem "oreeping®
tendencies, TWhen adjustment is secured by means of a screw or worm,
the lead angle should not exceed 4° unless additional friction, a
detent, or equivalent means is used. In general, same form of irre-
versible mechanism should be incorporated in the system. particulsrly
if the stabilizer is hinged near the trailing edge.

10. Dual control systems should be checked for the effects of opposite
loads on the wheel or stick. This may be oritical for some members

such as aiieron bell orank mountings in an "open® system, i.e., no re-
turn exeept through the balance cable betweern the silerons, In addition,
the deflections resulting from this long load path may slack off the
direct connection sufficiently to cause jamming of cableés or chains un-
legs smooth close~fitting guards end fairleads are used.

1l. It is essenbial that control systems, when subjected to proof and
operation tests, indicate no signs of excessive deflection or permenent
set. In order to insure thalt the surfacesg to which the control system
attaches will retain their effectiveness in flight, the deflection in
the system should be restricted to & remsomable limit. As a guide for
conventionel control sysbems, the aversge enpguler deflection of the
surface, when both the control system and surface are subjected to limit

- loads as computed for the msneuvering condition neglecting the minimum

1limit comtrol force but inecluding tab effects, should not exceed approxi-
metely one=half of the angular throw from neutrel to the extreme position.

(See CAM 04,42-1)

12. Tt is essential that when & nose wheel steering system is inter~
comnected with the flight controls care be tsken to prevent excessive
loads from the nose wheel overstressing the flight control system.
This objective mey be attained by springs, a weak link, or equivalent
meens incorporated in the nose wheel portion of the control system.

04""34'
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13. Power Boost Controls. Such controls should exhibit econtrol force
versus surface deflection curves which are smooth and free from discon-
tinuities. (See also CAR 04,75120.) Consideration should be given in the
design and in test to the effects of the temperasture varietion to e
expected in operatiom, in order te avoid the possibility of jemming or
excoseive lag. Smell chenges in valve adjustments or other settings should
not result in marked chenges in operating or control characteristics.

STOPS

1. Although the location of stops within the control system is not
specified, they should prefersbly be located close to the operating
force in order to avoid a Mspringy®™ control. As noted in CAM 04.421,
additional Sops may in some cases be needed at the surfaces. Stops
should be adjustable where production tolerances are such as to result
in apprecisble variation in range of motion.

JOINTS

1. Bolts, straight pins, taper pins, studs, and other fastehing mesans
should be secured with approved locking devices. (See CAM 04.,4020)
Rivets should not be subjected to apprecisble tensiovn losds.

2. The mssembly of universal and ball and socket joints should be in-
sured by positive locking means, rather than by springs. In addition
the angular travel of such joints should be limited by system stops
rather than by accidental interferences which mey induce extremely high
stresses in the joints.

3« TWoodruff keys should not be used in tubing unless provision is made
against the key dropping through an oversize or worn seat.

FLAP CONTROLS

1. TUndesirable flight characteristics, such as loss of 1ift and con-
sequent settling, may result from too rapid operation of flaps which
give appreclable lift. When the prime function of the flap is to act
as a brske, however, slow operation is not so important. When flaps
extend over a large portion of the span the control and means of inbter-
connection should be such as to insure that the flaps on both sides
funetion simultensously.

TAB CONTROLS

l. 1In addition to the air loads, consideration should be given in the
design to the lapping effect of dust and grease on fime threads, de~
flections of the tab due to the small effective arm of the horn or equiv-
alent member, and vibration common to the trailing edge portion of most
movable surfaces.

2. It is advisable to avoid a tab control with small travel because of
the resulting sbrupt action of the tab. :

SINGIE-CABLE CONTROLS

L. 8ingle cable controls refer to those systems which do not have a

positive reburn for the surface or device being controlled. =Rudder con-
trol systems without a balance cable at the pedals are considered satis-
fastory if some means such as & spring is used to memintein cable tension
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and to hold the pedals in the proper position. It should be noted
that it is not the intent of the specified rsequirement tomquire & -
duplication of cebles performing the seme funection. .

44 DETAIL DESIGN OF LANDIKG GEAR -

1. The wheel travel should be ample for the service and requirements
invelved. The geomebric errangement of members in the landing gear
should be such that the whieel trawel in the direction of the resultant
axternnl force will be mdequate. B8ee CAM 04.440-1, Extremely high
heat treats, particulsrly when combined with thin seetions, are usually
sourees of trouble in service. 4n ultimate strength of 180,000 pounds
per square inch may be regarded as s usual upper limit, exeapt in spe-
cial carsese To prevent binding and scoring in shock absorbers it is
desirable to keep bending deflections, and bearing stresses at pistons,
packing glands and bearings, at low values.

2. In general the purpose of unconventional gear is to facilitate land-
ing under unfavorable conditions. In order to realize this purpose it
is advisable that the energy sbsorption capscity be in excess of that
needed for conventional gear. ‘

«440 SHOCK ABSCRPTIOXK

l. In order to obtain sdegquate energy sbsorption without exceeding
‘the specified load factors it is essential to provide sufficient wheel
travel. Neglecting the effect of tire and structural deflectlcn, it
may be shown that:

§ =B
1| -
t = ocmponent of wheel travel in the directionm

‘of the resultant external force.
h = specified height of drop,
n = load factor, and
N = sbsorber efficiency.

Thus when & certain height of drop h must be met without exceeding a

“load factor n; the recommehded minimum wheel travel for any sbsorber
efficiency may be computed. While absorber efficiencies as high as .85
have been developed, 1t should be noted that such shock absorbers tend .
to give bouncing and undesirshle taxiing cheracteristies, This may be-,
obviated by ample travel in cambinstion with an absorber which does not
develop high loads in the Pirst part of travel but rather “builds-up®
gradually to a pesk load only when near the fully deflected position. - -
In such cases, an efficiency of .80 to .70 mey be expected. The effect
of the tire in altering the above relationship will in general not be
large because, while it provides additional energy sbsorption, its de-
flection increases the energy to be dissipated. Structural deflectior ™
while not ususlly of importance, may in some cases appreciably reduce -~
load factors.

v 7o
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A wheel appended to a previously approved teil skid instelletion will
not be classed as a "lending gear wheel". See CAM 04.060-2 for an
accepteble procedure of use in meking such & change.

RETRACTING MECHANISM

1., The requirement of a visual position indicating means may usually be
met by mechanically or electrically operabted indicators. When windows

or other operings are so placed that it is possible for the pilot to note
directly the position of the wheels, a separate visual indicator is not
required. In such cases, however, it is essential that illumination be
provided for night operation. When it is necessary for latches to op-
erate before. the gear will carry landirg loads, lights or other means
should be used to indicate completion of this operstion. In the case of
amphibians the requirement in CAR 04.444 regarding aural indicators
does not apply. With this type of airplane it is usually more important
to guard against the possibility of alighting on the water with the wheels
down.

2. In the design of retracting systems, the scurce of most service ftroubles
lies in such items as latches (particularly if spring loaded), limit
switches, valves, cable installations, universel joints, and indicating
systems. The effects of mud, water, ice and extreme temperature variations
should be studied. '

3, In manually opersted systems it is desirable that the crank or lever
forces not exceed 15 to 20 pounds. Further, about sixty 12 inch strokes
poer minute is a practicel maximum. Hence the total work input for opera-
tion varies with the time. To keep this at a ressonsbly low wvalue, it

is therefore important that losses be kept smell. With larger and heavier
gear the use of a bungee may be necessary.

The usual reduction ratios of screw and nut, and of worm and worm wheel
cambinations, are considered to provide irreversibility. Detents or other
means should be provided however if there is apprecisble creeping. Same
types of swinging erms which move slightly past dead center to a position
against a stop are also acceptable, but the effect of bouncing on landing
should be considered. |

HULLS AND FLOATS

l. Gereral practice in the design and construction of floats and hulls

is well established. Rive%t spacing for watertight joints is substantially
closer than required for structural strength. The same applies to spacing
of spot welds. Drain holes should be positioned at stringers, transverse
fremes, and other members so that water will drain to the low point with-
out being trapped in pockets at inaccessible points. Adequate inspection
openings should be provided. When the bottom is curved in transverse
section there mey be high loads acting inward at the chine between frames
due to the tension in the bottom plating.
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2. Due to the severe nature of the loads imposed by water operation,
gonsideration should be given to the effect of sharp impacts and rack-
ing loads. Particular attention should be paid to fittings, and, in
twin float seaplanes, to trusses and members carrying unsymmetrical
loads.

0450 BUOYANCY (MAIN SEAPLANE FLOATS)

1. It should be noted that Canadian requirements specify that twin-
float seaplenes shall have at least 100 per cent reserve buoyancy in
the floats. 8ee also CAIM 04.451.

W&51 " BUOYANCY (BOAT SEAPLAMNES)

1. Any of the methods common to naval achitecture may be used to
demonstrate compliance with buoyancy requirements. Bulkheads should be
watertight at least 18 inches above the water line being considered.
Acceptable svbstitutes for watertight doors in bulkheads are sills or
sections which may be slid or set into place. These should likewise
extend at least 18 inches above the waterline considered, and should
be qulckly imstallable. Bulkheads should possess ample strength to
withstand hydrostatic loads with some reserve for surges. Cables in
the hull should not be carried below the waterline due *to the imprac-
ticability of sealing at wetertight bulkheads. Wabtertight closed com-
partments should be verted to a point well above the waterline and con-
sideration should be given to air pressure variation at the venbing
point. ‘

0452 WATER STABILITY

1. The methods employed in naval archifecture may be used to demon-
strate compliance with the stability requirements. In some cases this
canpliance has been shown by assymetric loading of the aireraft on the
water. Computations are acceptable but with certain types of seaplanes,
such as those incorporating seawings, the use of metrcentric height as

a criterion becomes meaningless due to variation with list and loading.
Recourse must then be made to methods such as Bonjean curves or the
homogenous mass method to demonstrate the existence of adequate righting
moments. For a further discussion of methods see texts such as ™The
Naval Construction" by Simpson, "Theoretical Nawval Architecture™ by
Attwood , and MEngineering Aerodynemics™ by Diehl. Note that the CGanadia:
requirements for twin £loat seaplanes specify that the metacentric heigh!
ghall not be less than the following values:

Transverse metacentric height = 45 D f't, and
Longitudinal metacentric height = 65 D ft, where

D = Total displacement of the seaplane in cubic feet.

odm38
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4632 OPERATTON LIMITATIONS AND INFORMATION

Satisfactory means of informing operating personnel of necessary
operation limitations and information are ocutlined below:

1. Instrument marking should be used for:

a, Airspeed not to be exceeded in glide or dive,

be Airspeed not to be exceeded in level flight or climb.

¢. Airspeed not to be exceeded with flaps extended.

de RePsMe not to be exceeded in itake-off,

e RePsM. not to be exceeded in climb,

fo Re.PeM. not to be exceeded in all other operations.

g. Manifold pressure not to be exceeded in take-off.,

h. Manifold pressure not to be exceeded in climb,.

i, Manifold pressure not to be exceeded in all other opera-

tions,.

When airspeed indicators, tachometers, and manifold pressure
gauges are so marked, the coloring ocutlined below should be used:

a, d, g = to be marked in n"redv,
b, e, h - to be marked in tyelloww,
¢, £, 1 - to be marked in *green",

2. Acceptable methods of marking include:

a. Pointers, adjustabtle on the ground only,

be Sectors or lines properly marked and outlined on the
face of the disl, under the glass,

C¢s Lines painted on the glass face of the instrument
when a or b above it impracticable and when the glass
is adequately secured against rotation, Such lines
should bhe painted over a suitably etched or scratched
line on the glass itself, This etching or scratching is
considered advisable for more serviceable markings,

%. When considered necessary by the Authority, operating infor-
mation and limitations such as the following should be included
in a manwal, or its equivalent, which must be carried in the
pilot's compartment and be accessitle at all times:

8+ BEmergency ceiling and conditions urder which it may be
obtained.,

be All other information or limitations considered neces-
sary by the Administration te properly inform operating person-
nel of the conditions necessary for operation in compliance
with the Civil Air Regulations.

_A30
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APFENDIX I

AN INTERPRETATION OF CAR 04,003 FOR THE CASE OF LARGE ATRPLANES

A GEFERAL

1., Since, as stated in CAM 04.00 , the present CAR 04 requirements

are based largely on experience with airplanes weighing less than

30,000 pounds, it is realized that scertein of these requirements can-

not logically be applied to larger and larger aireraft without involv-

ing either the danger of inadequate rules or the disadvantage of too

sovere requirements. It is thersfore essentisl that, during the initial
stages of the design of such airplanes, the designer contact the Administrator
for special rulings which will be made for the particular design in-
volved. It is likewise essential that very close cooperation be msintained
between the designer and the Administrator throughout the design period -
and until the completion of the airplane.

2. Although it is impossible to anticipate all of the new airworthiness
problems involved in the design of large sireraft, the modifications to
CAR 04 which are outlined in the following sections are considered to
be generally applicable to such aircraft. If cases arise in which there
is doubt as to their applicability to a particuler project, the designer
is of course at liberty to employ alternative modificetions, provided
that such modifications are substantisted. This appendix will be revised
from time to time as new modifications are adopted.

B STRUCTURAL LOADING CONDITIONS

1. Design Gliding Speed. (See (AR 04.211). A Vg of less than 1.25
Vr is in general believed inadequate. This factor may, however, be re-
duced if it is shown that the resulting placard meaximm speed suffices
for all the oontingencies which msy arise in operations. It is sugpested
that a polar diagram be plotted, showing the flight paths, indicated air
speeds, and rates of descent, with zero thrust and with cruising power.
This will assist in determining the adequacy of the design gliding speed
proposed.

2. Maneuvering Load Factors. (See CAR 04.2120). Although large air-
planes are generally less maneuverable than smaller ones, they are also,
in many cases, less controllable after a maneuver has been begun, either
advertently or inadvertently. DPending the develomment of more rational
maneuvering load factor criteria for such airplanes, it is believed that
the minimum limit maneuvering load factors of + 2.67 and - 1, 355 should
be used at all speeds up to Vg

I-1
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3. Gust load fectors. (See GAR and CAM 04.2121,) Positive =md
negetive velues of U of 50 feet per second (limit) should be used in
Condition I (CAR 04,.,2131) and Condition II (CAR 04.2132). The resulting
gust loed factors should also be used for Condition III and IV

respectively.

4. Horizomtal Tail Surfaces. (See CAR 04.221). A 30 Poot gust
should be used for the design of the horizomtal surfaces at V.. The
effects of downwash on the horizontal tsil may be allowed i‘or.L Mors
definite Information on this can probably be obtained from the NACA.
The quest%on of meneuvering loads is difficult to decide at present.
The existing requirements may be seatisfectory, but should not be relied
on as final. A rational study of the specific case involved, based on
the maximum deflection likely to be used at Vp, may lead %to more appli-
cable normal force coefficients than those specified by CAR 04.2211.

5. Allerons. (See CAR 04.223). Tt is suggested that the maximum
def‘ELec'tion likely to be used at Vp be taken as a criterion for aileron
design loads. This will involve an investigation of mileron loandings
based on normal force coefficients and pressure distribution data.

6. Wing Flaps. (See CAR 04.211, 04,214, and 04.244). The present
requirements for flap design speeds can probably be lowered to 1.67 v
(placard 1.5 Vgp) provided that gust velocities of + 30 and - 30 feetSf
pet second are used in Conditions VII { ¢ar 04.2141) end VIIT ( CAR
04,2142) respectively. If partial deflections are to be used at higher
speeds en additional investigation is necessary. '

7. Loads on Sea Wings. No strength requirements have been formulated
for sea wings. The sultabllity of such instellations will be determined
by operating tests. It should be borme in mind, however, thet water is
approximetely 800 times as dense as air end that ses wings and floats

are therefore subjected to very high loads and pressures when they en-
counter waves in lending or on teke-off. The menufacturer proposing to
use sea wings should substentiate the loading conditions chosen for their

design.
PROCF OF STRUCTURE

1. Effects of Size. It appears that existing airplane structures have

‘just about reached the limit of safe extrapolation from previously ap-

proved structures and that further increase in size introduces an element
of uncertainty diffioult to remove. In view of the serious nature of
this situation it is suggested that designers prepare a comprehensive
oubline of the general methods of strength enalysis to be used on wings,

- Puselages and hulls, and of the specimen tests which will be mede %o sup-

plement the analysis. This waterial should be submitted to the Administrator
as early in the design sbages as is practiceble. It is apparent that a
thorough study of this situation is necessary if the Adninistrator is to aveid
requiring high margins of safety which will impair the efficiency of the
airplane. Otherwise it may be necessary to conduct destruction tests

of camplete components.

12
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2. Wing Analysis. In prepasring ‘the program mentioned in 1 sbove, the
following points should be considered:

2. Determination of the mmgnitude and distribution of stresses
due to bending and torsion.

b. Determination of allowable campressive loads in wing covering.
0. Mlowsble shear loads in webs.

d. Combined loadings.

e. Specimen tests, panel tests, and partial wing tests.

f, Ultimate Pactors of safety. These may be increased over
the present required values if there appears to be un-
certainty as to the reliability of the strengih snalysis
and test methods).

3. TFuselage and Hull Analysis. A program such as outlined for wings
in item 2 above should be submitted. In particular, information should
be included as to the strength of mair and intermediate frames; the
rigidity of intermediate frames and their adequacy in regard to the pre-
vention of general instsbility; the strength of the side covering in
shear; the strength of verftical and longitudinel stiffensrs a&s affected
by disgenal tension fields; the effectiveness of the covering in cam-
pression, and the effects of cubtouts and discontinuities.

DETAIL DESIGN

1. Flutter Prevention. Before the design has progressed very far, the Admin
istrator should be informed as to all design features and preceutions to

be used to prevent flutter. Ummcually large cantilever spans, and out-

board vertieal tail surfaces, may necessitate special precautiocns,

2. Control Systems. If a power control system is used, it will probably
be required that certain minimum maneuvers can be performed after the
power source has failed.

3. Exits. In view of the large size of the compartments, it is felt

that considerstion should be given to supplying emergency exits on each
side and at the top of each major compartment,
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(Sample Weight and Balance Report)

NAME OF MANUFACTURER

REPCRT NOo
WEIGHTS AND BALANCE
OF MODEL °

SERIAL KO,

IDENTIFICATION MARK

Prepared By
Checked By
Witnessed By
(Signature of ¢ivil
Aeronautics Administration
Representative)
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Pa.ge No-
Section 1. Alrcraft Empty Weight Report No.

(&) Empty weight as weirhed (in level landing positiomwx)

Leading edge of lower wing at point vertically sbove wheel.
rd ——

S

2= e MAC-80"—g>—]
Mark minus if leading edge is aft of whesl.

| 5" B 6' L o

N

% - L O o
Scale Reading Tare Net
Left Wheel 1020 15 1005 1bs.
Right Wheel 1010 15 995 1bs.
Tail Wheel 400 150 250 Ibs.

Total 2250 1bs.

Total net 'empty weight includes residual oil. The oil tank was filled and
the system drained before weighing, § gallons of oil were drained from the
system.

CoG. Empty (as weighed) is aft of wheel centerlines -2-507_.:;%9.__ = 23,.3"
C.G¢ Empty (as weighed) is aft of lower wing leading edge 23.3 + 6 = 29.3" |
Lower wing leading edge is aft of datum 100,0"
C.G. Empty (as weighed) is aft of datum 100 + 29.3 = 12‘9;3“

Datum to M.A.C leading edge = 102" (See page 2 of Report 981 )
* Measured along floor with sid of & plumb=bob,

** Ievel by means provided in accordance with CAR 04.91.
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Section 1. Conttd. _ Report No.

(B) Empty weight as weighed includes the followings

{1) Class I Equipment*

Ttem Noo*** Name Weight

10 Sterter 21

11 Battery 40

12 Heater b

13 Ventilator 4

14 Generator 20

15 Pogition lights -

16 8450-10 wheels (Mfr. and model) Weights not

and 8,50-10 6-ply tires w=~1 f required excep?t

17 10 1/2 in, streamline tail wheel--J | wher optional
] Instruments not required {list) wheels are useds

(2) 1Items for which approval as Class II or Class III OPTIONAL equipm
ment is desired (eand test equipment):
Welght** Hor, Arm Hor.
{Net inerease) from Datum Moment

7 Wheel streamlines 24 71 1704
19 Flares (Type) 17 175 2975
4 Adjo. metal prop. 70 lbs.

{Class I prop. is wood

46 1bs,) 24 13 312
6 Optional instruments

not required (list) 15 - 80 900
20 Optional fuel capacity

70 gals. (2 tanks at
35 gals.) (Class I
capacity ineludes 2
wanks at 25 gals.

33 1bs,) 15 90 1350
21 Radio

Receiver (Type) and 30 80 1800

antenns
Shielding (Type 10 16 180
Bonding ‘ 10 . 50 500

5 Ballast container

and straps, etc. 20 138 2760
Total optional 165 12461
(3) Empty weight as weighed 2250 12%.3 290925
Optional Equipment =165 ‘ ~12461
Bagic empty weight 2085 X 278464

Xy = 278464 = pistance from detum to C.G. of ,
airplane empty with all Class I items only.

* ®"¢lass I Equipment™ (See CAM 04.0322), List all such items even though
weights are not inecluded for some.

ok All weights of equipment are installation weights. When weight listed is
net increase over Class I equipment, list weights for both as noted for
propeller and fuel tarks above (items 4 and 20).
*##% Ttem Numbers to correspond with numbers used in Balance Diagram.
IT-4
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Page No.
Report Noa
Section 2 = Most Forward C.Ge Load Condition
(4) Loading as actually flown:
Ttem Ko. Nams Weight Hor. Arm Hor, Moment
Empty weight as weighed 2250 129.3 2909256
1 0il 5 gals. 38 51 1938
2 Fuel 20 gals. 120 90 10800
3 Pilot + parachute 220% g0 20250
4 Propeller (If other than
noted in Section 1(B))
5a Ballast (incl. containers,
straps, etc.) 100 80 6000
Totals 2733 120.8 329913
Datum to M A C leading edge 102 102
Per cent of M 4 C 18,8 5 BO(MAC) = 23.5%
Inches aft of leading edge of wing 120.8 =~ 100 = 20.8 in.
(B) Loading substantiated by 2{A):
Basic empty welght 2085 In 278464
lo Qil 5 galse 38 . 51 1938
2o Fuel 70 gals.** 420 90 37800
3. Pilot*** 170 90 18300
3. Passengers (in front seat) 170 90 15300
3. Parachutes in front seats (2 at 20 lbs,) 40 90 3600
4, Propeller (heaviest to be used)(70-46) 24 13 312
8. Opticnal instruments 15 80 8900
7+ Wheel streamlines 24 71 1704
21, Redio equipment forward of most forward
Colo 1limit
Plus octher items of optional equipment
eritical for most forward C.0. load
cordition for which approval as {lass III
eguipment is desired,
Totals Wy Tprsrx My
NOTES ARE PERTIMENT TO BOTH SECTION 2 AND 3,
* Actusl weight of pilot and perachute shall be used in Sections 2(A) and 3(4)

instead of standard weight of 180 lbs. (170 + 20),
ke Fuel substantisted shall be as follows: (See CAR 04,7211)
{a) 1 galo for every 12 MAXIMUM EXCEPT TAEE~CFF horsepower when minimum
fuel is eritiesl. .
(b) Full tenks when maximum fuel is critical.
*x¥  TWhen controls are arranged in tandem and the aircraft can be flown from

either position, Seetion 2(B) will ineclude the pilot in the fraont cockpit.

Similarly, Section 3(B) for the most rearward C.G. condition will include
the pilot in the rear cockpit. (Otherwise the airplane must be placarded
accordingly).

soikk  Shall not exceed limits in 2(A) and 3(4).
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Page No.
Report No.
Section 3 ~ Most Rearward C.G. Load Condition
(A) loading as actually flown:
Iten No. Name ' Weight Hor. Arm Hor, Moment -
Empty weight as weighed 2250 129.5 280025
1 0il 5 gals. 38 51 1938
2 Fuel 20 gels, 120 90 10800
3 Pilot and Perachute 225%* 90 20250
4 Propeller (If other than noted
in Section 1(B))
5b Ballast (incl. containers,
straps, ete.) 200 250 5000
Totals : 2833 132 373913
Datum to M A ¢ leading edge - 102
Per cent of M A C 30 & SO(MAC) = 37.5%
Inches aft of leading edge lower wing 132 - 100 = 3240 in.
(B} Loading substantiated by 3(4):
Basle empty weight 2085 XE 278464
1. 0i1 5 Z%S. a8 531 1938
2e Fuel = 20 gals, ** 120 80 10800
Iz 8
Bs Piloh #** 170 90 15300
4, Propeller (lightest to be used)
included in basic empty weight no net inerease
6o Flares (Type) 17 175 2975

Te Radio equipment aft of most rearward
CoG. (Passengers in rear seat are
at arm of 125, If aft of 132 the rear
passengers and parachutes should be
included here)

Plus other items of optionsl equipment eritical for most
rearward Co.G. load condition for which approval as Class III
optional equipment is desired.

——b—— —

Totals Wﬁ X #oknk Mh
NOTES ON PAGE & ARE FPERTINENT TO SECTION 3 ALSQ.

Section 4 -~ Pull load corndition

(4) Loading as actuslly flown:

(Same form asUZ(A) and 3(A))
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APPENDIX IXI
BIPLANE WING LIFT COEFFICIENTS

Regprined from Air {ommerce Bulletin
Noverber 15, 1934

Two N C. A, Technical
Reports ! embody a complete exposition
of the latest available information as to
the effects on the individual wing Lift
coefficients of stagger, wing thickness,
gap, decalage, overhang, unequal chords,
and unequal eﬂ’ectwe areas. The pur-
pose of this paper is fo present in sum-
marized form a si é)hﬁed practical
solution for €z, and based on the
data of these reports, except for certain
practical compromizses and the elimina-
tion of an inconsistency as noted later.
First are listed the known cellule and
wing charscteristics, followed by com-
putations and references to the figures
of this paper in the order corresponding
to the quickest solution. A sample
computation parallels the general
presentation.
Given:
b, =40 ft.

win,
bL=20 ft.

Ovwerall span of upper
.
Overall span of lower

wing.
b'.=401ft. Netapan of upper wing
{overall less fuselage cut—

out).

b;,-—174 ft. Net span of lower
wing (overall less fuselage
cut-out).

8.,=300 sq. ft.

per wing.?

S;,=76 sq. ft. Groass area of lower
wing.?

§’,=300sq. ft. Net area of upper
wing (gross less cut-outs).

8'L=064 sq. it. Net area of lower
wing (gross less cut-outs).

o=T.5 f6.=08,/0,. Mean geo-
metrie chord of upper wing.
¢p=44 in.=8';/b'r. Mean geo-
metric chord of lower wing.
(G3=466 in. Distance normal to
zero lift direction.?
Stagger=44 in. Digtance parsallel to
zero lift direction.?
1,=6.6 in Maxunum thickness

Gross area of up-

of ¢'r.
§=3. 'Decalage in degrees.
Solution:
i,/G=.10=6.6/66
s=1.0=stagger/c' 1 =44/44
Al— 012 from ﬁ%ure]ll-lé-‘tunc-
tich of /G and's

1. Relative Loading on Biplane Wings, by
Waiter 5. Diehl, MACA T.H.455. Relative Load-
ing oo Biplans Wingsof Unequal Chorde, by
Kalter 3. Dishl, NACA T.R. 501.

2. Assuming wings contirvous fram tip te tip.
3. Between mean merodynanic centers of

upper anc lowsr wings as shown in

FigHI~£. (Sec also CAM G4.217-E)-

ITI-1

ba—bs 40—20
5 0=
Fy—=50% 1—1’"—1’5
e = LE— 848

B,=—.0598 from ﬁgumm""*
function of Gf¢' ;.
Cy=—.015 from ﬁgure]]E?y'-r—

~br

function of = bu—

i
D=¢'L/ﬂ’"=§_f‘x Fu

64 40
=300 <1720
Ei=[F(A+Pd)+ClD
=[580(.012.1 8 —~.0596)
+(— 15)].50
Ag=. 050+0 17s=.050
17X 1
= 22
fey)
408, 20
=3 [300+76 ]
=53

F,=.76 from figureld, func-
tmn of R and G/c e

(A2F2+Bzﬁ)'— 22)( 76--.0186X3 -
==,223
C=—.013 from fgurelH”

b

funectior of b"b and,

. (4:F, 1 Ba)
Ey=[(AF:+ B+ Cy)1D
=[{.233—.013)].50

=.105

E=4.68=8'y/p +300/64

Cr,=(1+EK)Ce+ K,
=(1-4.105)C,—.049
Cr,=1.106C, —.049
Cop=(0—-K.E)Ci—K(E
= (1—.105X4.68)C:,
(- 049X 4.68)
Cuy=.508Cy -+ 23
When Cp=0,Cg,,=—.040C, ; =.23
When Cp=1.0,Cr,=1.056Cs, =738

Plot straight lines through these
values In . Fiz. 11, page .i-10

Remarks: (1) It sheuld be noted
that the methods in T. R. 501 of cor-
recting for overhang.in ﬁgures,@o and
are incorrect in that; Ky, K and Ky,
as well as F» X Kujand Kz, should
correspond to Lse, equals unity, i. e.,
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equal chords. The eorrection for un- {4} In a correct solution the derived
equal chords should have been intro- | straight lines for Cr, and Cp, will
duced later by multiplication of the | jntersect at the corresponding value of
values of K; apd K for equal chords | ¢ of the cellule-
by the ratio of geometric chords of the (5) The use of the mean serodynamic
lower to upper wing. centers makes this method of solution
(2) Gross areas are used only for the | applicable also to those cases where the
determination of the average aspect wings incorporate sweep back and/or
ratio. taper in plan form.
(3) For the case of deflected flaps (6) Wings incorporating twist are a
an  equivalent decalage should be | special problem not directly amenable
introdueed. to the procedure of this paper.
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\ Aerodynamic cenber cc°
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, Part 04
Civil Aeronautics Board : CAR

10/15/41
PART O4,==ATRPLANE ATRWORTHINESS

s s s i

The following amendment,. together with Amendment Sheet No.
1, corrects Civil Air Regulatlons Part O4.--Alrplane Air-
worthiness (as amended to April 1, 1941) to October 15, 1941,

IRRE0HNE

AMENDMENT NO. 129: Revising the Qualifications for, and the Rules
Governing the Operation of, Air Carriers (effective October 1,
1941).

1., Section 04.530 is amended to read as follows:

04.530 ACP LANDPLANES - VISUAL=CONTACT DAY FLYING., The same as -speci-

fied in 8 04.511 and, in addition, the following:
- {a) An electrlcally heated pitot tube, or equivalent, for the alrspeed

indicator. -

‘(b) One additional portable fire extinguisher of the type specified in
5 04.510(j). (See § 04.5811 for installation requirements. ) !

{c) Fixed fire extinguishing spparatus of an approved type for each k
engine compartment.

(d) Type certificated radio equipment as specified in Part 40.

(e) . A set of spare fuses. (See § 04.5822 for installation requirements. )Q

(f) A rate-of-climb indicator.

{g) A storage battery ~ same as § O4. 513(f)

2. Section 04.5812 is amended to read as follows: !

S e

04,5812 SAFETY BELT SIGNAL. When a signal or sign is used to 1nd1cate
to passengers the times when seat belts should be fastened, such signal or
sign shall be located in a conspicuous place and so arranged that it can be
operated from the seat of either pilot.
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